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ASK THE MAN WHO SHIPS 


Whether Automobiles, Coffee, Fresh Fruits, or Radios, 
He'll Say “McCORMICK FOR 100% SATISFACTION” 


ey EADING American shippers rely on McCormick to 
handle important cargo. For McCormick provides 
modern refrigeration facilities adapted to conditions on 
both sides of the equator. Staunch McCormick ships 
maintain frequent schedules. At McCormick docks 
up-to-date cargo 
handling equipment 
and experienced 
supervision save 
shippers money and 

inconvenience. 


z| 
a4 
A 
4 

; 

1 

{ 
3 
| 
ee 


PACIFIC-NORTH ATLANTIC SERVICE 


(Passenger Accommodations) 


PACIFIC-ARGENTINE-BRAZIL LINE 
(U.S. Ma‘l Steamers, Passenger 


Accommodations) 4 . eet 3 Aa : Be f E i Ask t h © mam 
PACIFIC-COASTWISE SERVICE _ - who’s shipped by 
PACIFIC-WEST INDIES SERVICE McCormick. On his 


answer we base our 
request. 





Upper photo 
shows the expert 
manner in which 
coffee cargoes are 
loaded onto 


Philadelphia Norfolk 


560 Drexel Building 
Phone Lombard 4360 


New York 


Lamberts Point Terminal 


Norfolk 26395 


McCormick ships 
at Santos: (cen- 
ter) Bananas from 


the tropics for 
U. S. consumption; (lower) Unloading cocca 


Your Next Shipment 
via 


McCORMICK 


504 Whitehall Building 
Phone Whitehall 4-3888 


Chicago beans at San Francisco. 
c/o E. L. McConnaughey & Co. 
327 So. La Salle St. 


Phone Webster 2371 


Baltimore 
Garrett Building 
Redwood & South Streets 
Phone Calvert 6234 


STEAMSHIP 
COMPANY 


: Detroit, Mich. 
Pittsburgh - c/o E. G. Gallagher 
oppers Building cae 
Gront St. and Seventh Ave. 908 Stephenson Building 
Phone Atlantic 7725 Phone Madison 4802 


461 Market St., San Francisco, Calif. 
DOuglas 2561 
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HIGHLY SPECIALIZED SERVICE | © 


between BOSTON and : 
All Points South, West and North | ' 


Handle Your Cargoes at , 
NEW HAVEN RAILROAD PIERS “1 and 74 


At Harbor Entrance—below all bridges : 
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ONE OF e 
THE CHAIN OF s \ 
TIDEWATER ") 
TERMINALS 
EALLIED INLAND 
WAREHOUSES 


NEW YORK NEW HAVEN & Haare 
a 
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L : Most accessible deepwater piers to downtown Boston warehouse 
and commercial districts. Adjacent to the large wool, leather and 
- ' ' ' | South Station wholesale districts. . . . Located on Northern Avenue, ) 
ditious handling of cargoes of all kinds, either for immediate ‘ ‘ is 
siciatiiatia n tinh taadiiidas Marnie Recthea Dien Manian a main thoroughfare leading to trunk highways to all parts of the 
Railroad with direct connections to the Union Freight and other city. Particularly convenient for inspection and supervision by 
railroads. Regular rail, truck, barge cnd steamship service. cargo owners. . . . Berthing space 2,200 linear feet. Covered wharf 
as and waterside storage 220,000 square feet. Open storage 100,000 
U, square feet. . . . Electric lifts for handling heavy articles and chutes 
for loading from lofts to cars and trucks. . . . Covered tracks with 45 
cars capacity on piers. Supporting yards with capacity of 5,650 
cars. . . . Facilities permit expeditious and economical handling of 
large general cargoes and bulk freight, including lumber. . . . For 
further information address: 


BOSTON TIDEWATER TERMINAL, INC., Agents 


WALTER B. McKINNEY, President L. J. COUGHLIN, Vice-President 
348 SUMMER STREET e BOSTON, MASS. 


Or the Traffic Offices of THE NEW HAVEN RAILROAD at 


Provide unusual facilitizs for the safe, economical and expe- 





ATLANTA, GA. CHICAGO, ILL. NEW YORK, N. Y. 
BOSTON, MASS. CLEVELAND, OHIO PHILADELPHIA, PA. 
BUFFALO, N. Y. DETROIT, MICH. PITTSBURGH, PA. 









Published weekly by Ture Trarric Service Corp., 418 S. Market St., Chicago, Ill. Entered as 
second Class matter January 4, 1913, at the postoffice at Chicago, Il]., under the Act of March 3, 1879. 






es 


urveys, Ine, 


ICE 


rth 


| 74 


house 
2 and 
jenue, 
of the 
yn by 
wharf 
0,000 
chutes 
ith 45 
5,650 
ng of 
. For 


its 


d as 


arr rrpr rt emt Carnie ISIN 0199 Joo 0 909s ne0 no e090 jee jooC ja sea ean oa oe Joos eo oageoGaoigco a6 eo joo oo QeaC Jao Daou ee Deo Casas ac anges aa Jor CooQen jo }onConC)ooC ou eo Gant na—nGaaSoeGeapeaReagea ono poe, nO 


"| The Traffic World 


An independent national journal of transportation: a working tool for traffic men 
Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 


Orr Oro @~: 





OO 


VOLUME LIX 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
hy the same body or coordinated bodies. 

Realization by railroads that they must do something 
hy way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
hut a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
«mount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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SOME FUNDAMENTALS 


LWAYS in a labor strike, whether the strikers 

are right or wrong in their contentions, the ag- 
gression, if there is physical violence, starts with the 
strikers. 

Always, whatever the merits of a labor contro- 
versy, men have the same right to continue working 
that they have to quit, and employers not in violation 
of law have the right to keep their plants open and 
their men at work. 

Always the duty of the constituted authorities, 
local and national, is to protect men in their rights— 
not to prevent violence at the expense of denying men 
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their rights, but to suppress violence that would inter- 
fere with the exercise of those rights. 

Whatever the merits of a controversy, those start- 
ing it always ask for more than they think they ought 
to have or hope to get; their demands may be entirely 
without merit; but when government enforces or 
induces arbitration in the interest of “keeping the 
peace” and quelling riots or other trouble, those who 
have started the trouble usually get something to which 
they are not entitled, and the public is told and believes 
that the compromise was necessary in the interest of 
public order. 

There is something more important than merely 
“keeping the peace;’ it is protection of men in their 
rights, no matter what the cost; and usually there is 
at least no more physical violence or bloodshed involved 
in such dignified enforcement of the law than in using 
the machinery of the law or refraining from its use 
in the interest of those who are acting in contravention 
of law and order. 

The present nation-wide labor troubles are not due 
to disagreements over wages or working conditions, 
but to the desire of John L. Lewis to have C. I. O. 
recognized as the sole bargaining agency for labor. 
The methods he employs make him a public enemy, 
whether he be right or wrong in his belief that his 
agency is the one that should be used. He is assisted 
in his efforts and his methods by many state and local 
authorities and by the national administration. They, 
too, are public enemies. 

While this situation prevails there is no law, in 
the real sense of the word, in the land—only force. 

Does one have to be a member of the Republican 
party to condemn what is being done, and must a 
Democrat defend it? God save the country—the peo- 
ple and the politicians seem unwilling to do it or even 
to understand that it is in danger. 


DEMURRAGE AND STORAGE TARIFFS 


NDER an arrangement between the National In- 
dustrial Traffic League and the Association of 
American Railroads, proposals for changes in demur- 
rage and storage rules are considered by a joint com- 
mittee of the two bodies and, if and when approved 
by the committee and approval is ratified by the prin- 
cipals, they are filed in tariff form with the Interstate 
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Commerce Commission, there to be dealt with in the 
same way that other tariffs are treated. Complaint 
has been made that, under this system, shippers who 
are not members of the League have no notice of what 
is going on until the tariffs are filed and that this is an 
improper departure from the plan by which the rail- 
roads, through their various rate committees, publish 
dockets and hearing notices with respect to other pro- 
posed tariff changes before they take form in tariffs. 

It is urged in defense of the practice complained 
of in some quarters that the storage and demurrage 
rules tariffs are a matter of negotiation between the 
League and the railroads and that there is nothing to 
make public unless and until agreement has been 
reached; that this cooperative method is rather to be 
commended than condemned; and that one who has 
not been “in on” the preliminary negotiations still 
retains every right to protest the tariffs, when filed, if 
they do not please him. It is understandable also that 
the League uses the situation as a selling argument for 
membership in it. 

On the other hand, it is pointed out that a shipper 
has a right to remain out of the League if he pleases 
and, by so doing, should not forfeit any right supposed 
to be his as a shipper in dealing with the carriers; it is 
insisted that he is, by the plan described, deprived of 
the privilege of knowing what is going on with respect 
to proposed changes in demurrage and storage rules 
and that this denial is not in accord with the practice 
of the railroads with respect to other kinds of tariffs. 

Of course, we, as purveyors of such information 
to those interested, would be glad to publish advance 
information of the changes under consideration, just 
as we do with respect to other tariffs in the making, 
and we have asked that something like a docket be 
furnished to us, but thus far our request has not been 
granted. We understand that the shipper who has 
been most active in pointing out that we ought to print 
this docket, not being a member of the League, has 
also failed to get from the A. A. R. and individual rail- 
roads the information he desires. 

It seems to us that rather a nice question is in- 
volved. 


Remember way back in 1934 when the air mail 
contracts were annulled and Jim Farley, insisting that 
“the mail must go through,” sacrificed the lives of 
ten army fliers carrying out his policy? Compare that 
with his present spineless attitude with respect to the 
carrying of legitimate mail into plants picketed by 
C. I. O. rowdies. Not so brave now, is he? Politics 
often explains cowardice. 


What a pity it is that some of the transportation 
experts opposing water transport regulation on the 
ground that it would be burdensome and operate to 
increase charges, do not devote at least some of their 
ability and effort to devising a plan to remove from the 
rail carriers some of the regulation that is just as 
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burdensome to them as it would be to their competitors 
and must increase rail charges if it would increase 
water charges. Is there no such thing as logic, fair. 
ness, or system? 





Senator Vandenberg, in discussing the bill to 
authorize the Secretary of War to extend to the Savan- 
nah River the barge line services of the Inland Water- 
ways Corporation, quite rightly pointed out that the 
government was continuing its barge line service long 
after the purpose of the act authorizing it had been 
accomplished and that there was a question as to 
whether the government owed transportation facilities 
to every stream it made navigable—but he voted for 
the bill. Thus are our laws made. Even on the rare 
occasions when law-makers understand the issues in- 
volved in measures presented for their consideration, 
they find reasons for voting inconsistently. 





The railroad retirement (pension) bill agreed on 
by railroad management and its employes as a substi- 
tute for the law that was being bitterly fought by 
management, has been enacted—but as yet we have 
been unable to understand what management has 
gained by the stultifying agreement. The men are 
now demanding a twenty per cent increase in pay with 
a strike vote being taken to enforce the demand, and, 
certainly, there has been no diminution in railroad la- 
bor effort to bring about enactment of make-work leg- 
islation harmful to the railroads. 





RAILROAD INFORMATION 


The Association of American Railroads has issued the fol- 
lowing: 


The power of steam locomotives per ton of weight has more than 
doubled in approximately the past thirty years. 

A new record in fuel efficiency was established by the railroads 
in 1936 when an average of 119 pounds of coal was required to move 
one mile 1,000 gross tons of freight and equipment. In 1920, an aver- 
age of 172 pounds was required to attain the same performance. On 
the basis of freight traffic in 1936 this increase in fuel efficiency 
means a saving of approximately $64,000,000 to the railroads. 

The average distance traveled daily by all steam passenger lo- 
comotives, except those undergoing repairs, owned by Class I rail- 
roads, was higher in 1936 than any year on record, the average being 
1741%4 miles. 

Some Diesel locomotives used in passenger service in this country 
operate on continuous runs in excess of 2,000 miles. 

The latest innovation in Pullman car construction is the ‘‘room- 
ette’’ car which, among other things, features beds that fold into 
the wall when not in use. 

Ninety-two per cent of all claims resulting from loss and damage 
to freight while in transit on the railroads, are either paid, declined 
or withdrawn within 90 days after they are filed, with 77 per cent being 
acted upon within the first thirty days. 

Fire losses suffered by the railroads in 1935 were more than fifty 
per cent below those in 1926, due to improvements made in the method 
of handling materials and supplies. 





GOLD IN TRAIN LOADS 


The Post Office Department has announced that it has 
completed shipment of several billion dollars’ worth of gold for 
the Treasury Department from the Philadelphia Mint and the 
United States Assay Office at New York City, to the new govern- 
ment depository at Fort Knox, Ky. 

“This shipment of gold which was handled as registered 
mail was started early in January,” says the department. 
“Since that date there have been two trainload shipments a 
week with the exception of a brief interval during the spring 
floods in Kentucky. Each train comprised from four to seven 
cars of gold bullion. 

“The transportation of the entire gold shipment to For‘ 
Knox was completed without incident.” 






the 
the 


hav 
the} 
and 


tha’ 
lish 
bar 
eve 
of 

tha 
hel 
pea 


see 
or 

cal 
ing 
lav 
rec 
ma 
res 
tio 


i ia —_ a oe oe ae 





No. 26 


——— 


etitors 
crease 
>, fair. 


bill to 
Savan- 
W ater- 
at the 
e long 
1 been 
as to 
cilities 
ed for 
e rare 
les in- 
ration, 


ed on 
substi- 
ht by 

have 
t has 
n are 
’ with 
, and, 
ad la- 
k leg- 


ne fol- 


e than 


ilroads 
) move 
1 aver- 
e. On 
iciency 


rer lo- 
I rail- 
being 


ountry 


‘room- 
d into 


amage 
‘clined 
being 


n fifty 
1ethod 


t has 
d for 
d the 
vern- 


tered 
ment. 
its a 
pring 
seven 


Yor’ 





June 26, 1937 


Current Topics in 
Washington 





It may be that the Wagner labor 
act creating the National Labor 
Relations Board and doing various 
other things is a good sample of 
American democracy. It may be 
observed, however, that some who 
have had to think about it even a little bit wonder whether 
they know democracy when they see or hear it, if it is visible 
and audible. 

For instance, one of the thoughts in connection with it was 
that it would provide for a polling of the employes of an estab- 
lishment to ascertain who or what was to be the collective 
bargaining agency about wages and hours. It now seems, how- 
ever, that there is to be voting only if and when some sort 
of labor organization asks for it. The employer cannot ask 
that a vote be taken. The National Labor Relations Board has 
held that an employer cannot take such a step to bring about 
peace. 

Another thought was that it would end strikes. But that 
seems to be an erroneous notion. It seems that John L. Lewis, 
or some other labor leader, magnate, or whatever he may be 
called, can declare a strike because an employer, usually hav- 
ing his business incorporated and, therefore, responsible in a 
law sense, refuses to enter into a written contract with him to 
recognize an organization as the bargaining agency, the de- 
manding organization being a voluntary association and not 
responsible in a law sense. Nor has the demanding organiza- 
tion any foundation for its demand other than its desire to rule 

or ruin. 

That seems like a cock-eyed bit of democracy. It seems 
more like the relation between a master and his slave. 

Nor, it appears to some employers, is it possible in this 
so-called labor democracy for an employer to give advice to 
an employe, even if the latter asks for it. At least, that is the 
way some employers construe the supposed foundation of 
democracy in labor relations. The Wagner act forbids an 
employer ‘‘to dominate, coerce, or lend financial or other sup- 
port” to his employe. And employers who may be regarded 
as leaning over backward, fear that “advice,” even if solicited, 
would be construed by the labor board as coming under the 
head of ‘other support.” Soon some will probably be exclaim- 
ing about the crimes committed in the name of labor, as there 
has been exclamation about crimes committed in the name of 
liberty. 


A Bit of Doubt About 
the Democracy of 
the Wagner Labor Act 


Charles F. Hosford, Jr., 
chairman and, therefore, pre- 
sumably heavy gun of _ the 
National Bituminous Coal Com- 
mission, appeared for that body 
in Ex Parte No. 115 in opposition 
to the proposals of the railroads. Two bits of “press release” 

that is, stuff prepared for the newspapers—were circulated 
in time for publication as soon as Mr. Hosford began speaking. 

“Mr. Hosford’s appearance,” said one of them, “according 
to old practitioners before the I. C. C., is the first in which a 
cognate quasi-judicial government body has appeared in de- 
fense of the industry (coal) it is charged with regulating.” 

Another “release” said that, both in oral argument and 
written brief, Mr. Hosford “attacked” the efforts of the rail- 
roads to “secure” increased rates on bituminous coal. That 
release also said that John Carson, consumer’s counsel in suc- 
cession to Thomas Woodward, now a member of the Maritime 
Commission, in a brief “attacked” the increase as a $7,000,000 
a year tax on domestic consumers of coal with little or no mar- 
gin above bare subsistence, “for the benefit of the opulent Poca- 
hontas lines.” 

These “releases” were on paper marked “National Bitu- 
minous Coal Commission.” It might be suggested that it was 
a fair inference that they were prepared and distributed at 
the expense of all the taxpayers of the country, including the 
railroads. 

“Quasi-judicial” means “as if judicial’”—that is, acting as 
if it were a judicial body holding the scales equal between 
contending parties. Of course, according to Mr. Horsford, the 
law requires the body of which he is the chairman, among 


Quasi-Judicial Coal Com- 
mission Seems to Have 
Money for Publicity 
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other things, to protect the coal industry “against its own 
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follies.” Therefore, in the vernacular, he lit into the railroads 
for having gone before another quasi-judicial body to submit 
to it the question whether, in view of all the facts and cir- 
cumstances, they were not entitled to an increase in rates on, 
among other commodities, both hard and soft coal. Drawing 
inferences from the press “releases” of the National Bitu- 
minous Coal Commission (sometimes called propaganda) that 
quasi-judicial body had come to the conclusion from what it 
had collected, without hearing or anything of that sort, that 
the railroads were not entitled to any higher rates on coal. 
So its chairman and the consumers’ counsel “attacked the 
efforts of the railroads,” by an appeal to a body that really 
acts as if it were a judicial body to procure or obtain what 
they thought the facts submitted by them showed they were 
entitled to receive. The view that the Interstate Commerce 
Commission is really a quasi-judicial body, it is believed, is 
held by every man who has appeared before it more than once, 
no matter whether he won or lost his case. 

Some of the old practitioners before it, even counsel for 
coal operators resisting the efforts of the railroads to obtain 
higher rates, seemed not to care very much for Mr. Hosford’s 
efforts in their behalf. It was just a bit amusing after one had 
read the press “releases” to remember that, at times, the rate- 
regulating body had taken the railroads to task for paying 
more for their locomotive fuel than others had paid for such 
coal. The amusement was caused by the declaration in one of 
the releases that one of Chairman Hosford’s duties was “to 
defend the industry against consumer aggression, particularly 
by the railroads, which for years have made coal producers 
their pawns in the game of increasing railroad earnings and 
building transportation empires.” 

That was amusing in view of the fact that Examiner 
Mullen, in his proposed report in No. 27402, practices of the 
Pittsburgh, Lisbon and Western, a Mellon railroad (see Traffic 
World, June 12, p. 1275), recommended forcing that carrier to 
increase rates on coal to Youngstown, O., over the level it had 
established in competition with the trunk lines. One thought 
was that the coal industry should pray for protection from its 
law-declared friend, the National Bituminous Coal Commission, 
its chairman, and its press “release” agency, lest better in- 
formed persons take them no more seriously than professional 
fun-maker. 





A few folks in Washington 
who remember Ira, the West Vir- 
ginia militiaman who always wore 
his gold tooth on important occa- 
sions (see Traffic World, May 8, 
p. 1009), note with interest that 
Ira is on duty around the steel plants in the Mahoning Valley 
of Ohio. Knowing the punctilousness with which Ira rises to 
the proper level, they are willing to wager that, when Gov- 
ernor Davey ordered 4,800 Iras to duty so that men might 
not go to work, each was wearing his gold tooth. 

It is an unshakable conviction of those who knew Ira that 
his Ohio counterpart appreciated the gravity of the duty he 
was called on to perform. Therefore, they have no doubt he 
wore that sign of profound importance when he answered roll 
call for duty to prevent the entry of men to the place where, 
by the sweat of their brows, they might earn their daily bread. 

There is some wonder on their part, however, as to just 
what sign of importance a policeman wears when he arrests 
the citizen who makes complaint about the doing of men who 
stand well with the precinct political boss or otherwise mess 
up the well laid plans of men the complaining one thinks are 
violating the law. Perhaps the Ohio Iras would have worn two 
gold teeth as tokens of the importance of the occasion had 
Governor Davey ordered them out to arrest those who threat- 
ened to butcher the men who had dared to say they desired 
to go to work in the Mahoning Valley steel mills. But Gov- 
ernor Davey, in effect, ordered the arrest of those who pro- 
posed to go about their business in a lawful manner. They 
were, so to speak, taken into “protective custody,” according 
to the practice in Nazi Germany. 


Having confessed tax avoid- 
ance or evasion more than three 
years ago, it would not be 
seemly, it might be suggested, for 
Treasury experts to call atten- 
tion to the fact when they appear 
before the Senate-House tax evasion investigating committee. 
The President made his confession to newspaper correspondents 
February 14, 1934. He used himself as an illustration of how 
men avoid or evade taxes by taking everything the law allows, 
if not more. 

An old barn on a farm of his at Hyde Park, which he 
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bought in 1910, enabled him to escape taxes. The barn was 
built in 1790. It was, therefore, 120 years old when the Presi- 
dent bought it. But the appraisers said it was worth $4,000. 
The barn was burned in 1928. So long as it stood the Presi- 
dent, according to the story he told newspaper men, deducted 
from its value 2.5 per cent a year for depreciation. Deprecia- 
tion at that rate meant that the useful life of the barn was 
stated to be forty years. It was just three times that old when 
the President bought it. Yet for eighteen years he deducted 
2.5 per cent as depreciation of a structure supposed to have 
become useless in 1830. 

The President, according to a dispatch to the New York 
Times, cited what he had done as an illustration of what he 
thought should be stopped. But the dispatch writer said the 
President then had no concrete suggestions to offer. Perhaps, 
if he had offered concrete suggestions then, the committee, 
appointed on account of his message to Congress on the subject, 
could not now be smearing men who since that time have been 
evading “soak the rich” tax legislation such as did not exist 
when the President was doing his evading or avoiding. 

Anyone who listened to the 
five days of argument in Ex 
Parte No. 115 might be excused 
if he came out of that fog with 
an impression that it was an un- 
forgivable sin for either a rail- 
road or a shipper to make money. So hard, apparently, has 
the “profit motive” been buffeted by the “liberals’’—that is, 
by the men always ready to be generous with money they did 
not earn—that men who know better have fallen into the habit 
of frowning if the fellow on the other side shows signs of hav- 
ing done a good business—that is, one that has shown a profit. 

The National Bituminous Coal Commission, in its public 
expense prepared publicity, berated the rate proposals of the 
railroads because of what they proposed to do for the “opulent 
Pocahontas lines.” E. D. Sheffe, speaking for the Standard 
of New Jersey, popularly supposed to be right prosperous, 
because people seem to like its products, felt constrained to 
remark that this rate matter was not a question of whether 
the oil industry made money, but whether it should or could 
bear higher rates. 

_ In passing, it might be observed that, if really construc- 
tive suggestions were made as to how the Commission might 
solve the difficulties without allowing anyone to make a profit, 
they were so well hidden that they passed without attracting 
attention. The ordinary merchant, when he finds he is not 
doing as well as he might, tries reducing prices. Many shipper 
advocates suggested that the railroads try that course. The 
utterances of some might have been taken as implying that 
they thought the Commission could force them to make the 
experiment of reducing instead of raising rates. Of course, 
on this record, the Commission could not lawfully require re- 
ductions in rates.—A. E. H. 


Even in Rate Cases It Is 
Beginning to Appear It 
Is Sinful to Make Money 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 19 totaled 
756,289 cars—an increase of 1,929, or 3/10 of 1 per cent, above 
the preceding week, an increase of 65,622, or 9.5 per cent, above 
the corresponding week in 1936, and 189,240, or 33.4 per cent, 
above the corresponding week in 1935. Miscellaneous totaled 
312,201; merchandise, 168,035; coal, 112,856; grain and products, 
31,431; live stock, 10,414; forest products, 39,471; ore, 72,085; 
coke, 9,796. 

Railroads the week ended June 12 loaded 754,360 cars of 
revenue freight (see Traffic World, June 19), according to the 

Association of American Railroads. 
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All districts reported in- 


ERE 


creases, compared with the corresponding week in 1936, and 
all except the Pocahontas showed increases over 1935. 

Loading of revenue freight in 1937 compared with the two 
previous years follows: 





1937 1936 1935 

5 weeks in January .. ; . 3,316,886 2,974,553 2,766, 107 
4 weeks in February ...... . 2,778,255 2,512,137 2,330,492 
4 weeks in March ... 3,003,498 2,415,147 2,408,319 
4 weeks in April .. 2,955,241 2,543,651 2,302,101 
5 weeks in May .. . 3,897,704 3,351,564 2,887,975 
Week of June5.... 692,140 695,844 629,712 
Week of June 12... 754,360 686,643 652,111 

ae . .17,398,084 15,179,539 13,976,817 


By districts, revenue freight loading the week ended June 
12 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 5,002 and 7,760; live 
stock, 1,062 and 1,089; coal, 25,451 and 23,598; coke, 1,989 and 1,487; 
forest products, 2,303 and 1,955; ore, 4,494 and 4,750; merchandise, 
L. C. L., 44,077 and 41,303; miscellaneous, 72,602 and 68,632; total, 
1937, 156,980; 1936, 148,574; 1935, 149,269. 

Allegheny district: Grain and grain products, 2,784 and 3,338; 
live stock, 799 and 859; coal, 30,918 and 26,505; coke, 4,824 and 3,972; 
forest products, 1,486 and 1,472; ore, 15,685 and 10,122; merchandise, 
L. C. L., 30,244 and 29,048; miscellaneous, 74,379 and 62,503; total, 
1937, 161,119; 1936, 137,819; 1935, 136,047. 

Pocahontas district: Grain and grain products, 201 and 319; live 
stock, 136 and 136; coal, 31,747 and 32,179; coke, 505 and 480; forest 
products, 789 and 710; ore, 341 and 344; merchandise, L. C. L., 5,690 
and 5,440; miscellaneous, 7,427 and 6,628; total, 1937, 46,836; 1936, 
46,236; 1935, 52,774. 

Southern district: Grain and grain products, 1,985 and 2,474; live 
stock, 856 and 938; coal, 13,392 and 13,225; coke, 489 and 409; forest 
products, 11,493 and 9,556; ore, 980 and 827; merchandise, L. C. L., 
28,654 and 27,984; miscellaneous, 43,429 and 38,887; total, 1937, 101,278; 
1936, 94,300; 1935, 90,828. 

Northwestern district: Grain and grain products 5,662 and 8,958; 
live stock, 1,949 and 2,724; coal, 3,679 and 3,276; coke, 2,009 and 1,934; 
forest products, 11,214 and 9,357; ore, 45,231 and 30,385; merchandise, 


L. C. L., 21,543 and 20,077; miscellaneous, 35,436 and 33,308; total, 
1937, 126,723; 1936, 110,019; 1935, 88,126. 
Central Western district: Grain and grain products, 7,986 and 


7,572: live stock, 4,184 and 3,758; coal, 5,519 and 4,821; coke, 208 and 
118; forest produces, 7,364 and 5,920; ore, 5,828 and 3,217; mer- 
chandise, L. C. L., 26,716 and 25,167; miscellaneous, 49,461 and 46,139; 
total, 1937, 107,266; 1936, 96,712; 1935, 87,733. 

Southwestern district: Grain and: grain products, 3,927 and 3,673; 
live stock, 1,602 and 1,215; coal, 1,331 and 1,728; coke, 106 and 77; 
forest products, 4,831 and 4,652; ore, 337 and 309; merchandise, L. C. 
L., 12,609 and 12,409; miscellaneous, 29,415 and 28,920; total, 1937, 
54,158; 1936, 52,983; 1935, 47,334. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a tabulation of freight com- 
modity statistics of Class I steam railways in the United States 
for the year ended Dec. 31, 1936, prepared by its Bureau of 
Statistics. This tabulation is the thirteenth of a series based 
on quarterly reports. The Commission, Nov. 22, 1927, required 
Class I companies to report quarterly in greater detail than 
theretofore concerning commodiies carried. As a result, says 
an introductory statement issued in connection with this tabula- 
tion, beginning with Jan. 1, 1928, the number of classes for 
which statistics are given in this series has been increased 
from seventy to 157. 

A note attached to this tabulation said that a correction 
received from the Southern Pacific after these tables were in 
the hands of the printer increased the less-than-carload (Item 
710) and total freight revenue of that company by $1,045,651. 
This correction, says the note, would also raise the correspond- 
ing totals for the central western region, western district, and 
United States in Table III by the same amount. 








Revenue Freight Car Loading—Week Ended Saturday, June 12 


Grain and Live 
grain prod. stock Coal 
( 1937 27,547 10,588 112,037 
Total all roads ........ ieeee we , 1936 32,094 10,719 105,332 
| 1935 25,848 10,344 157,150 
Preceding week June 5 .. ooskeae 22,486 10,461 104,804 
Per cent increase over .......... 1936 6.4 
Per cent decrease under ......... 1936 14.2 1.2 
Per cent increase over ........... 1935 6.6 2.4 
Per cent decrease under ......... 1935 28.7 
1937 686,377 297,603 3,340,555 
Cumulative 24 weeks to June 12. { 1936 747,241 286,729 3,126,696 
| 1935 620,315 301,024 2,990,356 
Per cent increase over .......... 1936 3.8 6.8 
Per cent decrease under ......... 1936 8.1 
Per cent increase over ........... 10.6 11.7 





Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
10,130 39,480 72,896 169,533 312,149 754,360 
8,477 33,622 49,954 161,428 285,017 686,643 
6,352 26,482 33,001 156,565 236,369 652,111 
9,422 37,637 73,406 149,128 284,796 692,140 
19.5 17.4 45.9 5.0 9.5 9.9 
59.5 49.1 120.9 8.3 32.1 15.7 
267,508 862,550 764,958 3,950,825 7,227,708 17,398,084 
203,940 711,784 399,002 3,681,898 6,022,249 15,179,539 
158,864 580,606 289,038 3,711,576 5,325,038 13,976,817 
31.2 21.2 91.7 7.3 20.0 14.6 
68.4 48.6 164.7 6.4 35.7 24.5 





Per cent to 15 year average 89.1. 
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Decisions of Interstate Commerce Commission 





LUMBER AND FOREST PRODUCTS 


N a second supplemental report in I. and S. No. 3718, export 
and import rates to and from southern ports, the Com- 
mission in a report written by Commissioner Lee, has modified 
findings in the original report, 205 I. C. C. 511, covering export 
rates on lumber and forest products from Evansville, Ind., 
group. A supplemental report was issued in 210 I. C. C. 525. 
On petition filed by the Southern Hardwood Traffic Asso- 
ciation on behalf of certain of its members located at Evansville 
and Owensboro, Ky., seeking amendment of the original find- 
ings so as not to require increases in the export rates on lumber 
articles from the Evansville group to southern ports, the pro- 
ceeding was reopened for further hearing with respect to 
the rates on lumber and articles taking the lumber rates, or 
rates made with relation thereto, from the Evansville-Owens- 
boro group, for export. 
The Commission found that finding 1 on page 555 of the 
original report, as amended by the supplemental report, should 
further be amended to read as follows: 


1. That the suspended rates to which the southern lines are re 
spondents have not been justified in so far as they would apply from 
and to the St. Louis and Centralia groups, and from and to the Evans- 
ville group on traffic other than lumber and articles taking the lumber 
rates, or rates made with relation thereto for export; and that the 
lowest lawful rates from and to the St. Louis and Centralia groups, 
and from and to the Evansville group on traffic other than lumber 
and articles taking the lumber rates or rates made with relation there- 
to, for export, are rates no lower than those found justified in finding 
4 from and to the Indianapolis group. 


The Commission said that any reduction which might be 
made in the export lumber rates from the Evansville group 
as a result of the modification would still be subject to limita- 
tions with respect to minimum earnings contained in other find- 
ings in the original report. 


DAIRY PRODUCTS AND TRUCKS 


Fourth section relief to meet motor truck competition in 
the transportation of dairy products has been granted by the 
Commission, division 2, in fourth section application No. 15972, 
dairy products from western territory, embracing also Nos. 
16380 and 16756, by fourth section order No. 12828. 

Applicants in No. 15972, as amended, and in No. 16756 
have been authorized by the order to establish and maintain 
over all-rail, rail-lake and rail-lake-and-rail routes over which 
they have concurrent relief to maintain class rates, for the 
transportation of dairy products, namely, butter, butterine, 
butter grease, eggs, eggs frozen and dessicated, dressed poultry, 
rabbits (other than live) and oleomargarine, in straight or 
mixed carloads, from points in the Dakotas, Colorado, Nebraska, 
Kansas, Minnesota, Iowa, Missouri, Oklahoma, Arkansas, 
Wyoming and Texas to points in central, trunk line and New 
England territories, the lowest rates that may be constructed 
over any route of the same class on the bases specified in the 
applications and to maintain higher rates from, to and be- 
tween intermediate points, subject to conditions. 

Applicants in No. 16380 have been authorized to establish 
and maintain over routes over which they have concurrent 
relief to maintain class rates, for the transportation of butter, 
butterine, butter grease, eggs, dressed poultry, rabbits (other 
than live) and oleomargarine, in straight or mixed carloads, 
from points in Texas as described in the application to Chicago, 
Ill., and destinations intermediate thereto, to which rates to 
the named destination will be applied as maxima, the lowest 
rates that may be constructed over any route on the basis set 
forth in the application and to maintain higher rates from, 
to and between intermediate points, subject to conditions. 

All other and further relief prayed by fourth section ap- 
plications Nos. 16380, 16756 and 15972, as amended, has been 
denied effective Oct. 11. 

The Commission said that relief was temporarily authorized 
in Nos. 15972 and 16756 by fourth section order No. 11984, as 
supplemented, and in No. 16380 by fourth section order No. 
12396. It said no opposition to the relief sought had been pre- 
— In outlining the situation dealt with the Commission 
said: 

The normal basis for all-rail rates on this traffic, which has been 
prescribed or approved in the southwestern revision and the western 
trunk-line class rate case on most of the commodities herein consid- 


ered, is 60 per cent of the first-class rates prescribed in those pro- 
ceedings. Due to motor-truck competition the rail carriers have, in re- 
cent years, experimented with rates on lower bases both intraterritor- 
ially and interterritorially. The rates in connection with which relief 
is here sought represent further efforts to meet keen motor-truck com- 
petition and, in the case of rates from points in Texas to eastern points, 
they also represent efforts to meet competition from and through Gulf 
ports over water routes to north Atlantic ports, including truck move- 
ments to Gulf ports and truck movements beyond the north Atlantic 
ports. Subject to certain exceptions, principally from points in Texas, 
the proposed rates are substantially the same as those found justified 
by the Commission in Dairy Products from W. T. L. to Official Ter- 
ritory, 214 1. C. C. Ti. 


The Commission said there was considerable evidence 
relating to the movements of dairy products by motor trucks, 
adding that the existence of truck competition on this traffic 
from most of the origin territory considered, and its effect 
on movements over all-rail routes and lake routes was recog- 
nized and considered in Dairy Products from W. T. L. to Official 
Territory, supra. It said that there was undoubtedly keen 
competition by the trucks for this traffic. Continuing, the Com- 
mission said: 


It is stated that dairy products have moved by trucks from Texas 
to Chicago and points east thereof under combination rates composed 
of truck rates to and from points in Oklahoma. Apparently there are 
no through truck rates from Texas points to points east of Chicago, and 
combination rates to Chicago are generally lower than the through 
rates to that point. There is also evidence of transportation by ocean 
routes from Texas ports to eastern port cities in further justification of 
the proposed rates from Texas to eastern points. In the first five 
months of 1936 the total receipts at Philadelphia, Pa., of eggs from 
Texas were 2,217,096 pounds of which 1,356,058 pounds moved by the 
water routes. 

The distances over applicant’s routes range from about 400 miles 
to slightly over 2,200 miles and are within the circuity limitations 
usually imposed in fourth-section cases except in the case of the 
route hereinbefore mentioned from Mansfield to Buffalo. However, 
since the proposed rates are based on percentages of class rates or are 
made by the addition or subtraction of arbitraries from rates on a 
percentage of first class, the departures will be similar to those in the 
class rates and result generally from the same causes. Also the pro- 
posed grouping of origins and destinations is largely the same as exist 
in the class rates. Therefore, it would seem appropriate to authorize 
relief over applicant’s routes over which the class rates are contempor- 
aneously applicable. The existing relief in connection with the class 
rates is of a temporary nature and is rather liberal. The question of 
continuing relief in connection with such class rates is now pending. 

Over routes having contemporaneous class rate relief, the proposed 
rates will be reasonably compensatory. As the relief sought is not 
based on circuity, compliance with the equidistant provision of section 
4 will not be required. 


SAND, GRAVEL, ETC., IN S. C. 


In an eighth supplemental report in No. 22109, in the mat- 
ter of rates on sand, gravel, crushed stone, etc., within the 
state of South Carolina, the Commission has further modified 
findings and orders entered in prior reports herein, 177 I. C. C. 
123, and 197 I. C. C. 215, so as to exempt from the provisions 
thereof the intrastate movement of gravel, from Scotts, S. C., 
to Charleston, S. C. Other prior reports are 205 I. C. C. 563, 
209 I. C. C. 307, 211 I. C. C. 647, 214 I. C. C. 533 and 657, and 
218 I. C. C. 143 and 367. 

Respondents, Atlantic Coast Line, Seaboard Air Line and 
Bennettsville & Cheraw, requested modification to permit es- 
tablishment by them of a rate of 110 cents on gravel from 
Scotts to Charleston, such rate to expire Dec 31, 1937, unless 
sooner canceled, changed, or extended. The report said the 
present rate was 135 cents. It said the petitioners desired to 
establish the reduced rate to aid shippers of gravel at Scotts 
in meeting the competition of gravel which moved to Charles- 
ton by water from producing points along the Atlantic sea- 
board. No objection to the relief sought was received, said 
the Commission. The Commission said the rate sought to be 
established was lower than the basis of intrastate rates main- 
tained within South Carolina under authority of the Railroad 
Commission of South Carolina prior to the time its original 
order entered herein became effective. Commissioner McMan- 
amy, dissenting, said: 


I am unable to agree with the finding because it permits respond- 
ents to establish a rate which is even lower than that which we found 
to be unlawful in 177 I. C. C. 123, affirmed on further hearing in 197 
I. C. C. 215. We there found that the circumstances and conditions af- 
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fecting the intrastate transportation within South Carolina, ard inter- 
state transportation between points in South Carolina and from points 
in other states in southern territory, except Florida, to points in South 
Carolina, were substantially similar, and that the then intrastate rates 
within South Carolina resulted in undue preference and advantage to 
shippers and receivers of freight in interstate commerce, and in unjust 
discrimination against interstate commerce. These findings of fact and 
of law have never been rescinded. The present report is predicated 
upon the same record. It is issued pursuant merely to a petition filed 
by certain of respondents. In my opinion the finding is in conflict 
with previous findings made on the same record, and is unjustified. 


Commissioners Aitchison and Splawn did not participate 
in the disposition of this proceeding. 


TIRES, ETC., BY WATER-RAIL 


By fourth section order No. 12829, in fourth section appli- 
cation No. 16384, automobile tires to Birmingham and Mem- 
phis, the Commission, by division 2, has authorized applicants 
to establish and maintain ocean-rail proportional rates on auto- 
mobile tires and accessories in straight or mixed carloads, from 
Boston, Mass., to Birmingham, Ala., and Memphis, Tenn., with- 
out observing the long-and-short-haul provision of section 4 of 
the interstate commerce act. 

The authorized rates, applicable only on traffic originating 
at Chicopee Falls, Mass., are 80 cents a 100 pounds to Memphis 
and 91 cents a 100 pounds to Birmingham, over existing water- 
and-rail routes through Virginia and south Atlantic ports, over 
which applicants have relief concurrently with respect to class 
rates from and to the same points. The authority is subject 
to the usual intermediate and combination restriction. 

The report said that the application, as originally filed, 
asked authority to establish rates of 66 cents to Birmingham 
and 68 cents to Memphis. It said the rates proposed were 
designed to be equal to and competitive with rates on the same 
traffic moving from Chicopee Falls to Boston and thence by 
steamships to New Orleans, La., and Mobile, Ala., and barges 
beyond, referred to as the all-water routes. The routes covered 
by the application are referred to as the water-rail routes. Out 
of the rates maintained by the water lines over the all-water 
routes, the 20 cent rate for the rail transportation from Chico- 
pee Falls to Boston is absorbed. 

After the application was filed, continued the report, in- 
creases were made in the rates from Boston over the all-water 
routes so that these rates were now 90 cents to Memphis and 
98 cents to Port Birmingham, Ala., which rates, by reason of 
the absorption of the charges for transportation from Chicopee 
Falls to Boston, above referred to, in effect apply from Chicopee 
Falls. It said these rates were 80 per cent of all-rail rates 
from Chicopee Falls of $1.12 to Memphis and $1.23 to Birming- 
ham. It pointed out that the 98 cent rate applied to Port Bir- 
mingham and that transportation from that point to Birming- 
ham involved an additional charge of approximately 3 cents. 

As a result of these changes, said the report, applicants 
operating to and from Norfolk, Va., and south Atlantic ports, 
amended the application, in substance, so as to propose rates 
from Boston of 70 cents to Memphis, and 81 cents to Birming- 
ham, which rates, added to the 20 cent rate from Chicopee Falls 
to Boston, equal the charges that apply over the all-water 
routes. The present water-rail rates from Boston are $1.02 to 
Birmingham and $1.13 to Memphis. 


_ Opposition to the relief sought did not emanate from any 
shipper or receiver of the commodities considered, or any inter- 
mediate community on applicants’ routes, but from competing 
transportation agencies and the Gulf ports through which the 
all-water traffic moved, said the report. It said the opposition 
was not to the granting of any relief but to the granting of 
relief in connection with the particular rates here proposed. 

“In other words,” said the Commission, “the real issue be- 
tween the parties to this proceeding is as to how close the rates 
over the water-rail routes must be to the rates over the all- 
emg routes in order to be upon a reasonably competitive 

asis.” 


Discussing the service via the all-water routes and the 
water-rail routes and the difference in rates that should be 
applied, the Commission said: 


Traffic moves from Boston to Birmingham or Memphis over the 
water-rail routes in about five or six days, whereas over the all-water 
routes the minimum time is about three weeks. It is also shown that 
there is much more frequent service available over the water-rail than 
over the all-water routes. Applicants assert that the traffic is placed 
in storage at Birmingham and Memphis for later distribution and 
therefore that expeditious transportation is of no particular value to 
the shipper. In fact, they intimate that the slow service may be 
preferable to the shipper because the longer the shipment is in transit 
the less storage would have to be paid at destination. In view of 
these representations applicants are convinced that they must main- 
tain rates no higher than the all-water rates in order to obtain any 
of this traffic. Applicants concede that, by reason of the disabilities 
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of the water-rail routes, they must have a differential under the all- 
rail rates in order to compete with the all-rail routes. They do not 
admit, however, that the disabilities of the all-water routes as com- 
pared with the water-rail routes are such as to entitle the former to 
a differential under the latter. In their exceptions to the proposed 
report applicants contend that under no circumstances should their 
rates be more than five cents higher than the all-water rates. 

The interveners contend that expeditious service is of value to 
the shipper. They stated that the shipper at Chicopee Falls had com- 
plained of slow service over the all-water routes to Birmingham and 
Memphis and, in one instance, had been compelled to make less-than- 
carload shipments to Memphis because a carload shipment was in 
transit for an unusually long time. They assert that if the water-rail 
rates were made the same as the all-water rates the water-rail routes 
would monopolize the traffic and the all-water routes would be com- 
pletely excluded from participation therein. In this connection the 
representative of the Inland Waterways Corporation stated that if the 
proposed rates should become effective and a substantial movement 
should develop, the parties to the all-water routes were prepared to 
reduce their present rates in order to keep them upon what was con- 
sidered to be a competitive basis. 

Interveners insist that no relief should be granted except in con- 
nection with rates which are higher than the all-water rates but the 
only suggestion as to what the difference should be was made by the 
Pan-Atlantic Steamship Corporation which advocated rates over the 
water-rail routes through south Atlantic ports not less than 120 per 
cent of the all-water rates. How this percentage was arrived at is 
not disclosed. 

The Commission has generally recognized the propriety of com- 
pensating for disabilities of water routes as compared with rail routes 
by differences in the rates. Applicants contend, in substance, that the 
apparent disabilities of the all-water routes here considered are not 
disabilities, in fact, in connection with this particular traffic. The 
record is not convincing that this is so. On the contrary, it warrants 
the conclusion that the rates over the water-rail routes should be 
somewhat higher than those over the all-water routes in order to afford 
each an opportunity to compete for the traffic. 

We conclude that water-rail rates on this traffic should be no 
lower than 80 cents to Memphis and 91 cents to Birmingham; that 
such rates will be reasonably compensatory, and that relief in connec- 
tion therewith is justified, subject to the conditions and limitations 
hereinafter prescribed. 


REFRIGERATION REPARATION 


In a report on further consideration in No. 17020, American 
Fruit Growers, Inc., of California et al. vs. Southern Pacific 
et al., embracing a number of other cases, the Commission has 
found that the record in these proceedings, in which the original 
report is in 144 I. C. C. 639, does not warrant the conclusion 
that the refrigeration charges assailed on past shipments ex- 
ceeded maximum reasonable charges and has denied repara- 
tion. Commissioners Porter and Caskie noted dissents and 
Commissioners Aitchison and Splawn, being necessarily absent, 
said the report, did not participate in the disposition of the 
proceeding. 

In the original report, the Commission deferred considera- 
tion of the reasonableness of the assailed refrigeration charges 
on past shipments pending decision in No. 20769, Charges for 
Protective Service to Perishable Freight. The latter proceed- 
ing was decided June 2, 1936, 215 I. C. C. 684. The Commis- 
sion said the original report embraced No. 17082, California 
Farm Bureau Federation et al. vs. Southern Pacific et al. and 
No. 15072, Maricopa County Farm Bureau et al. vs. A. & S. 
et al., not mentioned in the marginal note on page 1. It said 
the prayer for reparation in the latter proceeding was with- 
drawn at the hearing and no reparation was sought in the 
former. Charges on melons, green vegetables and fruits were 
involved. In its report the Commission said: 


In support of their view that the assailed charges on past ship- 
ments should be found unreasonable, at least to the extent that they 
exceeded the maximum charges prescribed for the future in this case. 
complainants upon brief stress (1) the point that no one has called 
attention to any pertinent facts of record which show that the con- 
ditions upon which we based our decision as to charges for the future 
were any different during the period prior to the decision than during 
the period subsequent thereto, and (2) the allegation that the charges 
prescribed in the first report herein, decided on June 12, 1928. which 
became effective October 20, 1928, were based upon evidence taken in 
November, 1925. They urge that it may not be said, in these circum- 
stances, that charges found on June 12, 1928, to be unreasonable for 
the future were not unreasonable during the period between November. 
1925, and June 12, 1928. The report shows that conditions in 1926 
were considered in that decision. 

The failure of parties in interest to call attention to changed con- 
ditions cannot overcome the clear indications that there were changes. 
Comparison of the charges found reasonable in Perishable Freight 
Investigation, 56 I. C. C. 449, which embraced the charges here as- 
sailed, with the lower charges prescribed for the future in this case 
and with the still lower charges prescribed in Charges for Protective 
Service to Perishable Freight, supra, and the facts set forth in the 
reports in those cases, clearly indicate constantly changing conditions. 
There have been numerous improvements in refrigerator cars, in ice 
manufacturing, storing, and loading facilities, in the methods of 
preparing perishable products for shipment, and in train service, 
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including the shortening of operating schedules, all of which have 
contributed to substantial reductions in the cost of furnishing re- 
frigeration service. Gradual, but extensive, increase in the volume of 
refrigerated traffic has likewise contributed to lower costs. 

Obviously it is impossible to say precisely when the benefit of one 
or another of the factors which have contributed to lower costs began 
to accrue to the carriers. Of such a situation we have said: 

‘“‘When we are of the opinion that rates have become unreasonable 
as the result of changes in conditions so gradual that no date can be 
pointed out upon which they became unreasonable, and the history of 
the rates is such as to justify the carriers in believing that they were 
maintaining rates which had our approval we have the power to fix the 
reasonable rates for the future, and, in that ‘‘flexible limit of judgment 
which belongs to the power to fix rates’’ to refuse to hold the rates 
unreasonable in the past. Eastern Live Stock Cases of 1926, 144 I.C.C. 
i. ae 

As a result of a development at the argument of this case, the 
parties, upon request, were allowed additional time in which to pre- 
pare and file memoranda concerning the effect of section 208 (a) of 
the transportation act, 1920, upon our power to award reparation in 
the light of the decision in Arizona Grocery Co. vs. Atchison, T. & S. 
F. Ry. Co., 284 U. S. 370. Complainants and defendants have filed such 
memoranda. 

The section in question reads as follows: 

‘“‘All rates, fares, and charges, and all classifications, regulations, 
and practices, in any wise changing, affecting, or determining, any part 
or the aggregate of rates, fares, or charges, or the value of the serv- 
ice rendered, which, on February 29, 1920, are in effect on the lines 
of carriers subject to the Interstate Commerce Act, shall continue in 
force and effect until thereafter changed by state or federal authority, 
respectively, or pursuant to authority of law; but prior to September 
1, 1920, no such rate, fare, or charge shall be reduced, and no such 
classification, regulation, or practice shall be changed in such manner 
as to reduce any such rate, fare, or charge, unless such reduction or 
change is approved by the Commission.”’ 

Defendants contend that this enactment by the Congress was such 
a legislative act with respect to the refrigeration charges in issue as 
to preclude an award of reparation to a lower basis. Complainants, 
on the other hand, contend that it was intended merely to make cer- 
tain what tariffs should be applied after the termination of federal 
control and to prevent reductions, without the approval of this Com- 
mission, during the federal guaranty period. 

The intent of the section was, in the language of the Supreme 
Court in Missouri Pac. R. R. vs. Boone, 270 U. S. 466, 472, 475, ‘‘to 
remove doubts as to what tariffs were to be applicable after the ter- 
mination of federal control’ and ‘‘to protect the United States from 
liability on its guarantee to the carriers of the standard return.’’ The 
possibility that the rates, fares, and charges initiated by the Director 
General of Railroads might be construed to have terminated with the 
termination of federal control was recognized as a situation to be 
avoided. The Congress gave no consideration to the reasonableness, 
or the lawfulness under provisions of the interstate commerce act, of 
any of the rates, fares, or charges continued in effect by this statute. 
In view of our finding upon the record herein, it is not necessary that 
we reach a conclusion at this time as to the effect of this section upon 
our power to award reparation.”’ 

We find that the record in these proceedings does not warrant the 
conclusion that the charges assailed on past shipments exceeded maxi- 
mum reasonable charges for the services rendered. Reparation is 
denied. 


In the marginal note referred to, the Commission said the 
report also embraced No. 17361, Ryan Fruit Co. et al. vs. 
Southern Pacific Co. et al.; No. 17839, Alamo Packing Co. et 
al. vs. Southern Pacific Co. et al.; No. 17902, Caruso, Rinella, 
Battaglia Co., Inc., vs. Southern Pacific Co. et al.; No. 21156, 
Stanley Fruit Co. et al. vs. Alabama & Western Florida et al.; 
No. 21648, Cochran-Turney-Crispo, Inc., vs. Atchison, Topeka 
& Santa Fe et al.; No. 22355, F. M. Baldwin and Company et al. 
vs. Southern Pacific Co. et al.; and No. 22390, Memphis Freight 
Bureau et al. vs. Southern Pacific Co. et al. 


RATES ON COAL 


The Commission has dismissed No. 26967, Pennsylvania 
Coal and Coke Corporation vs. Pennsylvania et al., finding rates 
on bituminous coal from the Clearfield district in Pennsylvania 
to piers in New York Harbor for transshipment to destinations 
outside New York Harbor in New England, including ports on 
Long Island Sound, had not been shown to be unjustly or un- 
reasonably high. 

It also found that rates from the base group in Virginia 
and Southern West Virginia to piers at Hampton Roads, Va., 
for transshipment by water to the same New England destina- 
tions had not been shown to be unjustly or unreasonably low 
and that the rate situation complained of had not been shown 
to be otherwise unlawful. 


COMMISSION REPORTS 


Bags 
Fourth section application No. 16764, bags to Charleston, 
S.C. By division 2. Authority granted in fourth section order 
No. 12830, on conditions, to establish a rate not lower than 16.5 
cents on bags, carloads, from Wilmington, N. C., to Charleston, 
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S. C., without observing long-and-short-haul provision of sec- 
tion 4. The report said the prayer for relief was based on 
water competition. Relief was temporarily authorized by 
fourth section order No. 12716. No opposition to the prayer 
was presented, said the report. 


Limestone 


Fourth section application No. 16572, limestone—Nebraska 
to Kansas. By division 2. Authority granted in fourth section 
order No. 12825, on condition, to establish rates over existing 
routes for the transportation of limestone, crushed or ground, 
from Omaha, Louisville and Weeping Water, Neb., and from 
points intermediate thereto from which rates from the named 
origins will be applied as maxima, to Kansas City, Mo., and 
destinations in northern Kansas, the lowest that may be con- 
structed over any line or route on the bases of distance scales 
set forth and in»the manner described in the application, and 
to maintain higher rates to intermediate points. 


Contractor’s Outfit 


No. 27294, Williams Brothers, Inc., vs. Alton et al. By the 
Commission. On reconsideration, findings in former report, 
219 I. C. C. 319, that carload rate and charges on a contrac- 
tor’s outfit from Monroe, La., to North Boonville, Mo., recon- 
signed to Louisiana, Mo., were inapplicable; that the applicable 
rate had not been shown to have been unreasonable; that the 
shipment was undercharged; and that the reconsignment charge 
was unreasonable and authorized waiver of collection of that 
charge, modified. Commission now finds that the rate assailed, 
$1.235, was inapplicable; that the applicable rate was $1.175; 
that the applicable back-haul charge was $16.14 a car; that 
the applicable reconsignment charge was $6.30 a car; that the 
shipment was overcharged; that the applicable rate and charges 
have not been shown to have been unreasonable. Reparation 
of $25.98, with interest, awarded. 


Lime 


I. and S. No. 4297, lime, mixed carloads, from Fort Dodge, 
Ia., to the south. By division 4. Proposed rule permitting ship- 
ment of lime in mixed carloads with plaster and articles grouped 
therewith, from origins in Iowa to destinations in southern ter- 
ritory, found justified. Order of suspension vacated and pro- 
ceeding discontinued. Protest of the Texas Industrial League 
caused the schedules to be suspended. The report said there 
was no evidence justifying a conclusion that proposed mixing 
rule would result in less than minimum reasonable rates or 
that it would cause undue prejudice to any person or locality. 
On the contrary, it added, the resulting rates would be on the 
generally prevailing basis now applicable within the south and 
from official territory to the south and would only put the Iowa 
shippers of plaster on an equality with the manufacturers in 
those territories. 

Petroleum Products 


Fourth section application No. 16704, petroleum products 
between Kansas points. By division 2. Missouri Pacific author- 
ized, in fourth section order No. 12832, to establish and main- 
tain rates, petroleum fuel oil and other low grade oils, in 
straight or mixed carloads, over an interstate route from and 
to points in Kansas without observing the long-and-short-haul 
part of section 4. Rates are to be on bases as follows: From 
Arkansas City, Coffeyville, Eldorado, McPherson, Neodesha, 
Potwin and Wichita, the same as those contemporaneously in 
effect over competing intrastate lines, but not lower than the 
present rates over the latter routes; and from intermediate 
points, the rates from more distant named points as maxima; 
provided that the rates to the higher rated intermediate points 
shall not exceed the lowest combination, that the relief shall 
not apply over routes more than 50 per cent longer than the 
direct line or route and shall not include intermediate points 
as to which the haul of the petitioning line is not longer than 
that of the direct line. Temporary relief was granted by fourth 
section order No. 12686. 


Cottonseed Meal, Etc. 


Fourth section application No. 16447, cottonseed and pea- 
nut products to Panama City, Fla. By division 2. Central of 
Georgia and Atlanta & St. Andrews Bay authorized, in fourth 
section order No. 12834, to establish and maintain a rate of 
$2.50 a net ton on cottonseed meal and hulls and peanut meal 
and bulls in straight or mixed carloads, minimum 40,000 pounds, 
Montgomery, Ala., to Panama City, Fla. (applicable only on 
coastwise traffic destined to eastern port cities north of Nor- 
folk, Va.), without observing the long-and-short-haul part of 
section 4. Temporary relief was authorized by fourth section 
order No. 12497. 

Common Lime 


No. 27409, Louisville Cement Co. vs. C. & O. et al. By 
division 4. Rate, lime, carloads, charged on 368 carloads, Mill- 
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town, Ind., to South Charleston, W. Va., between May 15, 1934, 
and April 2, 1936, unreasonable to the extent it exceeded 14 
cents a 100 pounds, minimum 50,000 pounds. Reparation 
awarded. Present rate, 14 cents, minimum 50,000 pounds, not 
unreasonable. 


Bituminous Coal 


No. 27464, Indiana Gas & Chemical Corporation vs. B. & 
O. et al. By division 4. Dismissed. Rates, bituminous coal, 
mines in the inner and outer crescents in West Virginia to 
Terre Haute, Ind., not shown to be unreasonable or otherwise 
unlawful. 


Crate Material 


No. 27484, Elberta Crate & Box Co. vs. A. C. L. et al. By 
division 4. Rates, crate material, Bainbridge, Ga., to destina- 
tions in New York, except Margaretville, on short and branch- 
line railroads, not unreasonable. Rates to Margaretville, N. Y., 
via East Branch, N. Y., unreasonable to the extent it exceeded 
the lumber rate, 43 cents, to East Branch plus the lumber com- 
modity rate from East Branch to destination. Shipments were 
made between July 27, 1934, and Oct. 2, 1935. Reparation 
awarded. 


COMMISSION MOTOR REPORTS 


In MC 50149, C. M. Patman, contract carrier application, 
the Commission, by division 5, has found the applicant’s pro- 
posed operations to be those of a common carrier. It has denied 
the application on the ground that public convenience and 
necessity do not require operation by the applicant as a com- 
mon carrier over irregular routes, of live stock from Hoxie, 
Kan., and points within 30 miles thereof, to Kansas City, Mo., 
and of farm machinery, tractors, farm products, feed, and 
lumber from Kansas City to Hoxie and points within 30 miles 
thereof. The common carrier service, the Commission’s report 
said, would be rendered intermittently to the extent that the 
applicant’s garage and farm implement business did not inter- 
fere. The evidence, the report added, also indicated that there 
were now several truck operators available for service between 
Hoxi vicinity and Kansas City. The application is denied effec- 
tive July 22. 

In MC 50161, W. H. Cramer & Son, contract carrier ap- 
plication, the Commission, by division 5, has found that the 
applicants’ operation, consisting of transportation of live stock 
from Elsmore, Kan., and vicinity to Kansas City, Mo., and of 
mill feed and machinery on return trips, are those of a common 
carrier. It found that public convenience and necessity did not 
require continuance of such operations, denied the applica- 
tion and ordered the operations discontinued not later than 
July 22. Railroads operating in that vicinity opposed the ap- 
plication, showing that four fast freights operate daily on fixed 
schedules in each direction over the M.-K.-T. The testimony 
further showed, according to the report, that seventeen con- 
tract carriers and thirteen common carriers operated in that 
vicinity all under claim of “grandfather” rights. 


In MC 22112, The Motor Convoy, Inc., contract carrier 
application, the Commission, by division 5, has granted a permit 
to the applicant to continue operation as a contract carrier of 
automobiles and automobile parts and accessories, over irregu- 
lar routes, between Atlanta, Ga., and points in Alabama and 
Georgia and certain points in North Carolina and Tennessee 
by reason of having been engaged in such operation on July 
1, 1935, and continuously since then. A permit has also been 
granted to the applicant as being consistent with the public 
interest and the policy declared in section 202 (a) of the motor 
carrier act, to operate as a contract carrier over irregular 
routes, of automobile tires, tubes, and accessories between 
Gadsden, Ala., and Atlanta, Ga., and of automobile tire fabric 
from certain points in Georgia to Gadsden. The report said 
that while it appeared there was adequate common carrier 
service, rail and motor vehicle, between Gadsden and Atlanta, 
Cartersville, Rockmart, and Cedartown, it was also apparent 
that applicant’s service by reason of the special handling 
accorded Goodyear Tire and Rubber Co.’s shipments, was more 
convenient for, and better suited to needs of this shipper than 
was common carrier service. 

In MC 39371, Old Colony Coach Lines, Inc., common car- 
rier application, the Commission, by division 5, has found that 
the applicant has failed to establish right to a certificate as a 
common carrier of commodities generally in Maine, New Hamp- 
shire and Massachusetts, under the “grandfather” clause. It 
denied the application and ordered the operations to be dis- 
continued, the denial of the application to be effective July 22. 
This report said that prior to June 1, 1935, the applicant op- 
erated a network of passenger bus lines in Maine, New Hamp- 
shire, Massachusetts, Connecticut, Rhode Island, New York and 
New Brunswick, Canada, and that seasonably it had filed an 
application for a certificate authorizing continuance as a carrier 
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of passengers, baggage, express, mail and newspapers. Some 
of the routes considered in this report, the Commission said, 
were also included in that application, which would be disposed 
of in a separate report. The Commission said that in its opin- 
ion where a carrier was operating a daily service over regular 
routes for the transportation of newspapers, the handling of 
one or two shipments a month of other traffic as in this case, 
might not be considered continuance of operation as a common 
carrier of general commodities. 





COTTON BELT REORGAN IZATION 


Walter E. Meyer has filed an amended and supplemental 
petition for investigation, for reconsideration and reopening 
in Finance No. 11040, St. Louis-Southwestern Railroad Co. 
reorganization. The original petition was filed April 12, 1937. 
The petitioner says he is the owner of more than 12,000 shares 
of the common stock of the St. Louis-Southwestern and has 
been a director of that company from May, 1926, to April, 1933, 
with the exception of 1927. Meyer asked that hearings on the 
reorganization plan be adjourned pending a decision on his 
petition that the Commission investigate matters brought to its 
attention by him. 

At the hearings, says this supplemental petition, the peti- 
tioner was told that his petition for an investigation would not 
be considered by division 4, but would be considered by all the 
members of the Commission. The hearings were not adjourned 
as requested. The present supplemental petition asked a re- 
opening of the hearing if the Commission decided to grant this 
supplemental and amended petition and @ reconsideration of 
the ruling made by Commissioner Mahaffie, excluding testimony. 
The petition says Mr. Meyer endeavored to introduce evidence 
showing that the Southern Pacific Co., actuated by ulterior 
motives, caused the St. Louis-Southwestern to file a petition for 
its reorganization; that the earnings of the St. Louis-Southwest- 
ern had been impaired through control by Southern Pacific and 
its predecessors in control; that the Southern Pacific, owner of 
87 per cent of the stock of the Cotton Belt, deliberately failed 
to influence traffic to the Cotton Belt which it was in its own 
interest to influence; and that the St. Louis-Southwestern had 
a cause of action against those who illegally controlled it in 
violation of the anti-trust laws, and against Southern Pacific 
Co. both for violations of the anti-trust laws and for damages 
arising from the breach of the fiduciary relationship Southern 
Pacific Co. was in to St. Louis-Southwestern. 

The John Jermain Memorial Library, Sag Harbor, N. Y., 
has been permitted to intervene in Finance No. 11040, St. Louis- 
Southwestern Railway Co. reorganization. The intervener is 
the owner of 50 general and refunding series A, 5 per cent 
bonds of the Cotton Belt, of the face value of $50,000. The 
petitioner said it was informed and believed that no committee 
had been formed to protect the interests of itself and other 
bondholders similarly situated and that therefore the trustees 
under the mortgage would represent the bondholders. The 
library said that considerations might arise in this proceeding 
which might be presented by a bondholder more effectively 
than by the trustees, hence the anplication for permission to 
intervene. 


LOANS TO RAILROADS 


In a second report on further consideration in Finance No. 
10610, New York, New Haven & Hartford Railroad Co. recon- 
struction loan, the Commission, by division 4, has further modi- 
fied its report and certificate in this proceeding in which it 
approved a loan of $6,000,000 to the New Haven so as to per- 
mit the New Haven to surrender for cancellation certificates 
for 48,981 shares of the capital stock of the Berkshire Street 
Railway Co. and to surrender for cancellation $3,333,000, prin- 
cipal amount, of the Berkshire Street Railway Co. promissory 
notes and accrued interest thereon, such securities constituting 
a part of the collateral security for the loan, provided that there 
be substituted therefor $100,000 of refunding first mortgage 
bonds of the Hoosac Valley Sireet Railway Co. now held by 
the corporation as collateral security for one of said $3,333,000 
promissory notes, and $60,000 of the Hoosac Valley Street Rail- 
way Co. bonds now held in the treasury of the Berkshire Street 
Railway Co. and to consent to the postponement of the pay- 
ment of the principal of the Hoosac Valley Street Railway Co. 
bonds and Berkshire Street Railway Co. debentures to June 1, 
1947. The Commission said that the effective date of its man- 
datory order would be deferred until such time as a proposed 
refinancing plan of the Berkshire Street Railway Co. should 
become in the opinion of the RFC assured of consummation. 





D. & R. G. W. REORGANIZATION 


Hearings in Finance No. 11002, Denver & Rio Grande 
Western reorganization, were completed June 23. Briefs are 
to be filed not later than October 1. 
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Proposed Reports in I. C. C. Cases 


REPARATION ON STRAWBERRIES 


3 XAMINER EDGAR SNIDER, in a proposed report in No. 
4 24145, Wishnatzki & Nathel vs. Railway Express Agency, 
Inc., et al., embracing also No. 24671, Caruso, Rinella, Bat- 
taglia Co., Inc., vs. Same, on further hearing, has recommended 
findings as to amounts of reparation due complainants nuder 
findings in the original report, 190 I. C. C. 520, that rates on 
strawberries in express service from points in Florida to various 
destinations were unreasonable. 


After reviewing the findings in 190 I. C. C. 520, and 197 
I. C. C. 85, the examiner said that instead of complying with 
the order in the latter proceeding, defendants filed an applica- 
tion in the federal district court in the southern district of New 
York for an injunction to prevent its enforcement. The order 
of the Commission was upheld. Following that decision, said 
he, complainants instituted a suit in equity in the same court 
to set aside and annul the order of the Commission of Nov. 
7, 1933, in so far as it fixed certain rates and charges. On 
substitution of attorneys for the plaintiffs the first suit was 
discontinued and a similar suit begun which was heard before 
a statutory court and dismissed for want of jurisdiction on 
Aug. 20, 1935. This was upheld by the Supreme Court of the 
United States. Finally the complainants filed Rule V statements 
which defendant refused to certify, said the examiner. On July 
30, 1936, complainants petitioned the Commission for further 
hearing for the purpose of determining the amount of repara- 
tion under its previous findings and this was granted. 


Discussing contentions as to the basis for reparation, the 
examiner concluded that since none of the shipments embraced 
herein moved subsequent to Dec. 28, 1933, reparation would 
be based on rates 120 per cent of first class in conformity with 
findings in the original report herein. He said defendant con- 
tended that in the event that reparation was awarded it should 
not be required to pay interest in the period the court proceed- 
ings were in progress inasmuch as it had offered to pay repara- 
tion in open court at the time these complainants, with others, 
filed the original complaint in the district court for the southern 
district of New York, which was decided June 8, 1934. The 
examiner said the complainants were entitled to interest from 
the date that the unlawful charges were paid until March 7, 
1934, and from July 23, 1936, until paid. The reparations 
findings recommended follow: 


The Commission should find that complainants made shipments as 
enumerated and paid the charges thereon and are entitled to repara- 
tion as follows: Caruso, Rinella, Battaglia, Inc., made 24 shipments 
and paid the charges thereon at the rates herein found unreasonable 
and is entitled to reparation in the amount of $1,051.67; Rothman & 
Solomon made 4 shipments and are entitled to reparation in the amount 
of $113.12; A. E. Freeman made 67 shipments and is entitled to rep- 
aration in the sum of $1,341.16; George Allison & Company, Inc., made 
256 shipments and is entitled to reparation in the sum of $9,623.50; 
H. Warren & Sons, Inc., made 24 shipments and is entitled to repara- 
tion in the sum of $676.73; A. T. Concord & Bros., Inc., made 41 ship- 
ments and is entitled to reparation in the sum of $1,304.03; Perrich Bros. 
made 22 shipments and are entitled to reparation in the sum of $639.16; 
A. Carobine Company, Inc., made 113 shipments and is entitled to rep- 
aration in the sum of $2,728.55; H. G. Miles & Company made 10 ship- 
ments and are entitled to reparation in the sum of $404.79; Wishnatzki 
& Nathel made 450 shipments and are entitled to reparation in the sum 
of $12,073.44. 


IRON AND STEEL TO TEXAS PORTS 


On further hearing in fourth section application No. 15151, 
iron and steel to Texas ports, and I. & S. No. 4283, iron and 
steel from Kansas City to New Orleans, Examiner W. A. Disque 
has recommended that the applicants be granted conditional 
authority to establish and maintain rates on iron and steel arti- 
cles from producing points in central and western trunk line 
territories and Minnequa, Colo., to Texas ports, Lake Charles, 
La., and interior points in contiguous territory without observ- 
ing the long-and-short-haul part of section 4. 


In the suspension proceeding, Examiner Disque recom- 
mended that the Commission find justified a proposed propor- 
tional rate on the same sort of traffic from Kansas City, Mo.- 
Kan., to New Orleans, La., for shipments destined to specified 
points in Louisiana and Texas, together with a proposed rate 
on such traffic from Kansas City and other points in Kansas 
and Missouri to New Orleans and intermediate points north 








thereof east of the Mississippi River. He said the order of sus- 
pension should be vacated and the proceeding be discontinued. 

In its report in this case, 206 I. C. C. 249, the examiner 
said division 2 denied an application of the carriers to disre- 
gard the long-and-short haul part of section 4. The rates 
sought, said he, were for the purpose of meeting water or part 
water competition from several of the origin or producing points 
involved; also market competition from these and various other 
points. 

In the general southwestern division, Disque said the rea- 
sonable maximum basis prescribed for iron and steel articles 
was class 32.5, minimum 40,000 pounds. He called that the 
normal basis. Minnequa, he said, was not involved in that pro- 
ceeding. Incidentally, he said, the rates from that point for 
the purpose of this proceeding, might be considered as also on 
the normal basis. That basis, however, said he, as applied 
from and to the points here involved, had been generally broken 
down, principally by water competition, so that Kansas City 
and Minnequa were the only origin or producing points under 
consideration that now had it. Except from those points, he 
added, the rates to the Gulf ports were much below normal, 
being generally made on combinations of proportionals of rather 
low level applying to and from New Orleans. Such combina- 
tions, he added, already afforded the applicants the desired 
rates from Chicago, Ill.; also from Newport, Ky., within the 
switching limits of Cincinnati. Rates from Chicago and Cincin- 
nati, he said, were made on the basis of proportionals of 30 
cents from point of origin to New Orleans plus a propor- 
tional of 20 cents beyond, the resulting 50 cent figures being 
applicable as through rates over all available routes, under a 
temporary combination rule in a tariff, while temporary relief 
at intermediate points was had under fourth section order No. 


That 30-cent proportional rate from Cincinnati, based on 
water competition, the examiner said, was found justified in 
connection with a water-compelled proportional of 20 cents from 
Birmingham, Ala., and one of 22.5 cents from St. Louis to New 
Orleans in Iron and Steel Between South and Southwest, 192 
I. C. C. 257, called the Birmingham case. The 30-cent rate from 
Chicago, he said, was not prescribed by the Commission, but 
was voluntarily established as a companion rate to that from 
Cincinnati. 

There was all-water service from Chicago to New Orleans, 
said Examiner Disque, but no indication that it attracted much 
traffic, a movement of only eight or nine barge loads being 
shown, so that it was evident that the rate was primarily a 
market competitive measure. 


So far as Chicago and Cincinnati were concerned, said the 
examiner, the proposal would substitute specifically published 
through rates for the rates made by the operation of the com- 
bination rule. From the other points, he said, there would be 
reductions below the present depressed levels. The applicants, 
he said, were particularly desirous of making the proposed 
reductions from Kansas City and Minnequa, the present rates 
being unusually high from a competitive standpoint. The con- 
test, the examiner added, centered chiefly around these reduc- 
tions and a proposed transit arrangement. 


The proposed proportional, Examiner Disque said, was a 
technically legal but highly undesirable device for reducing the 
present rates. He said it brought to a head a matter of tariff 
publication which called for condemnation regardless of the 
conclusion reached on the merits of the rate itself. The rule 
in the tariff which made the combination on New Orleans 
applicable over all available routes was authorized by the Com- 
mission some years ago, said the examiner. It was understood 
by all concerned, said he, as a temporary expedient to meet 
peculiar circumstances well known to interested parties, and 
the carriers should not take undue advantage of it as they had 
in this and other instances that had recently been called to their 
attention. He said that while proportional rates from Birming- 
ham, Cincinnati and St. Louis to New Orleans were approved in 
the Birmingham case, the tariff practice here condemned was 
not there a matter of particular notice. If the 3l-cent rate or 
any other proportional was established, he said, it should not 
be allowed to remain in effect for more than ninety days. In 
the interim, said he, the respondents should arrange for the 
publication of specific through rates from and to the points 
where the combinations on New Orleans would be lower than 
the through rates. If this is not done within the prescribed 
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period, says the report, the outstanding special permission 
should be forthwith modified so as to eliminate the traffic under 
consideration from its operation and prevent anything of this 
kind in the future. ie I 

In conclusion the examiner said the application should be 
granted except that the rates from Minnequa and Kansas City 
to the ports should not be less than 51 cents; except that the 
rates from points on and east of the Mississippi River should 
not be exceeded at New Orleans; and except that the usual con- 
ditions respecting circuitous routes should be imposed, his ref- 
erence being to the 33%, 50 and 70 per cent circuity limita- 
tions. 

The suspended schedules, Examiner Disque said, should be 
found justified, but so far as Texas destinations were concerned, 
they would not be needed, if the rates authorized in the fourth 
section proceeding were established. 


PROPOSED REPORTS 


Petroleum Asphalt 


No. 27197, Stanolind Pipe Line Co. vs. Alton et al. and two 
sub-numbers thereunder, Same vs. A. T. & S. F. et al. and 
Same vs. A. & S. et al. By Examiner Edgar Snider. Rates, 
petroleum asphalt, in drums, carloads, Wood River, Ill., and 
Whiting, Ind., to destinations in Texas and Oklahoma, and 
from Sugar Creek, Mo., to destinations in Texas proposed to be 
found unreasonable to the extent they exceeded or may exceed 
80 per cent of the refined oil rates. New rates and reparation 
proposed. 





Beer Drums or Barrels 


No. 27604, Premier-Pabst Corporation vs. C. & N. W. et al. 
By Examiner Harold M. Brown. Assailed applicable rate of 
$1.60, returned empty steel beer drums or barrels from Seattle, 
Wash., and San Francisco, Calif., to Milwaukee, Wis., found 
unreasonable in the past to the extent it exceeded 97.5 cents, 
the rate charged. Recommends that outstanding undercharges 
may be waived. 

Dehydrating Machine 

No. 27595, Vita Rich, Inc., vs. C. & N. W. et al. By Ex- 
aminer Leland F. James. Dismissal proposed. Rating and 
rates on a dehydrating machine, loaded on and permanently 
attached to a flat car, shipped from Milwaukee, Wis., to Rex, 
Kan., and from Rex to Kansas City, Mo., found not unreason- 
able. 

Cotton Yarn 


No. 27563, Harriet Cotton Mills et al. vs. G. M. & N. et al. 
By Examiner Harold M. Brown. Assailed rates, cotton yarn, 
less than carloads, Henderson, N. C., to Dyersburg, and Tren- 
ton, Tenn., should be found applicable on all shipments except 
those to Dyersburg routed over the S. A. L. to Birmingham, 
Ala., thence Frisco to New Albany, Miss., and thence G. M. & 
N., on which the applicable rate was 83.5 cents. Reparation of 
$130.76, with interest, proposed. 


Bituminous Coal 


No. 27512, Randolph Mills, Inc., vs. A. & Y. et al., embrac- 
ing also two sub-numbers, Washington Mills Co. vs. C. & O. 
et al. and Columbia Manufacturing Co. vs. A. & Y. By Exam- 
iner Carl A. Schlager. Reparation proposed on finding assailed 
rates, bituminous coal, points in Virginia, West Virginia and 
Kentucky to Franklinville, Mayodan and Ramseur, N. C., un- 
reasonable to the extent they exceeded $2.90 from the Poca- 
hontas-New River group, and $3.15 from the Thacker, Kenova 
and Kanawha districts, respectively, to Franklinville, between 
Aug. 24, 1934, and March 15, 1935, and $2.80 and $3.05 between 
March 16, 1935, and March 18, 1936; $2.50 and $2.75 from the 
same groups, respectively, to Mayodan between Aug. 24, 1934, 
and March 18, 1936; and $2.90 and $3.15 from the same groups 
respectively, to Ramseur between Sept. 28, 1934, and March 15, 
1935, and $2.80 and $3.05 between March 16, 1935, and March 
18, 1936. 

Leaf Lettuce 


No. 25936, Louis Meyer Co. et al. vs. Erie et al. By Ex- 
aminer Harold M. Brown. Supplemental report on further 
hearing. Amout of reparation due on two carloads of leaf 
lettuce from Cincinnati, O., to Detroit, Mich., under findings 
in 203 I. C. C. 225, determined to be $40.50, with interest. 





CONTRACT PERMIT DENIED 


Denial of an application for permit authorizing Gaspare 
D’Agata to haul beer from New York to Boston and apples in 
the reverse direction, has been recommended by joint board No. 
22, composed of Edw. L. Taylor, of Connecticut, and Leo H. 
Leary, of Massachusetts, in a report served June 19, in MC 
90978, Gaspare D’Agata, contract carrier application. The 
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board said that when the applicant was asked if he had read his 
application, the applicant stated that he couldn’t read very 
much and that his counsel advised that applicant’s son, aged 
20, ran the business. Viewed in its most favorable light, said 
the board, this application was solely for applicant’s own con- 
venience rather than for the benefit of the public or of indi- 
vidual shippers. It said applicant conducted a cafe or restau- 
rant in which he sold beer, and that in the last two years he 
had apparently hauled most of this beer from a brewery in 
Brooklyn to his own premises, as a private carrier. 


SANTA FE TRAIL STAGES 


In two short paragraphs, Examiner W. T. Croft, in MC 
30607, Santa Fe Trail Stages, Inc., common carrier applications, 
sums up his conclusions as to what the Commission should do 
about applications for certificates enabling the Santa Fe Rail- 
road System to shorten its transcontinental bus route and ex- 
tend its operations to important and, as the examiner says to 
what might be called essential destinations in Pacific coast 
territory, “after having been blocked by a dominant competitor 
or combination of competitors.” Those paragraphs, head notes 
in a recommended report, served June 19, are: 





Applicant found entitled to continue operation as a common carrier 
by motor vehicle of passengers, and with them baggage, express and 
newspapers, over specified routes, between Denver, Colo., and Los An- 
geles, Calif., by reason of its having been so engaged on and con- 
tinuously since June 1, 1935. Certificate granted. 

Public convenience and necessity found to require applicant's con- 
tinued operation as a common carrier by motor vehicle of passengers 
and with them baggage, express and newspapers, over specified routes 
between certain points in the states of California, Arizona, New Mexico 
and Texas. Certificate granted. 


The applicant’s stock, except directors’ qualifying shares, 
is owned by the the Southern Kansas Stage Lines Co., 55 per 
cent of the stock of which is owned by the General Improve- 
ment Co., a wholly owned affiliate of the Santa Fe Railroad. 
The applicant also owns stock and has the authority of the 
Commission to acquire more of the Central Arizona Transpor- 
tation Lines, Inc., which in turn controls other bus lines. It 
also owns stock in Rio Grande Stages, Inc. 

Southern Kansas Stage Lines Co. and its affiliates, accord- 
ing to the examiner, with its affiliates, was instrumental in 
forming the National Trailways System, designed to compete 
with the national Greyhound System, Trailway members op- 
erating in the east and into the Rocky Mountain region. 

The Southern Kansas Stage Lines and the Santa Fe sup- 
ported the applications while representatives of the South- 
western Greyhound Lines, Inc., the Pacific Greyhound Lines, 
Inc., the Lee Way Stages, Inc., the Southern Pacific and other 
railroads, according to the examiner, appeared in opposition 
to grant of the applications. 

All protestants, the examiner said, feared the diversion of 
traffic from their lines. They said they were furnishing all 
the present service needed and were ready, able and willing 
to provide more as and when needed and insisted that duplica- 
tion of adequate existing service was not in the public interest. 

The examiner asked, in view of the fact that the applicant 
would continue to operate over the main transcontinental 
route between Chicago and midwest territory, would it not be 
in the public interest to have it establish feeders and short- 
cuts undoubtedly necessary to efficient and economical opera- 
tion? He said the evidence conclusively showed that the 
Southern Pacific, the Union Pacific and their affiliates, the 
Pacific Greyhound Lines and the Interstate Transit Lines, had 
accomplished a bus transportation monopoly throughout the 
Pacific southwest so there was no possibility of another operator 
obtaining appropriate connections therein for the reciprocal 
interchange of traffic or gaining a foothold of any kind except 
by the extension of its own lines. The examiner recommended 
certificates for operation as follows: Between San Francisco, 
Calif., and San Diego, Calif.; between Bakersfield, Calif., and 
Barstow, Calif.; between Los Angeles, Calif., and Phoenix, 
Ariz.; and between Albuquerque, N. M., and Texhoma, Okla- 
Tex., all over the routes described in an appended order (not 
herein reproduced) and to and from all intermediate points 
on such routes except as stated in that order. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 





MC 1130, Interstate Busses Corporation, common carrier 
application. By Examiner C. I. Kephart. Served June 24. 
Public convenience and necessity found to require operation by 
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applicant as a common carrier of passengers, express, mail 
and newspapers over specified routes in Rhode Island, Con- 
necticut, Massachusetts and New York between Providence, 
R. 1, and Schenectady, N. Y. Certificate granted. 

MC 1267, Anderson Transportation Co., extension of opera- 
tions. By Examiner M. T. Corcoran. Served June 24. Public 
convenience and necessity found not to require operation by 
appliant as a common carrier of farm machinery from Council 
Bluffs, Ia., and Sidney, Neb., to specified points in Wyoming, 
or of dressed poultry, live stock and wool from specified points 
in Wyoming to Omaha, Neb. Certificate denied. 

MC 1896, Boss Lines, Inc., common carrier application. 
MC 1896, Boss Lines, Inc., extension of operations. MC 68949, 
Boss Lines, Inc., contract carrier application. By Examiner 
H. C. Lawton. Served June 24. Applicant, as successor in 
interest to Boss Lines, Inc., found entitled to continue opera- 
tion as a common carrier of commodities generally, with certain 
exceptions, over specified routes, between certain points in New 
York, and Pennsylvania, by reason of the fact its predecessor 
was engaged in such operation on June 1, 1935, and said prede- 
cessor and applicant have been so engaged continuously since 
that time. Certificate ordered issued. Operation by applicant 
as a contract carrier of commodities generally, with exceptions, 
over specified routes, between certain points in New York and 
Pennsylvania found not consistent with the public interest and 
the policy declared in section 202 (a) of the motor carrier act, 
1935. Permit denied, and operations ordered discontinued. 
Application for authority to operate between Wellsville, N. Y., 
and Genesee, Pa., dismissed, on applicant’s request. 

MC 30251, Ray & Starr, contract carrier application. By 
joint board No. 6, composed of Harry Holden of Idaho and 
Herbert H. Hauser of Oregon. Served June 24. Applicants 
as successors in interest to Floyd L. Johnson, found entitled to 
continue operation as a contract carrier of gasoline over U. S. 
Highway 30 from Linnton, Ore., to Boise, Ida., and certain 
intermediate Idaho points on such route, by reason of their 
predecessor having been engaged in such operation on July 1, 
1935, and said predecessor and applicants having been so en- 
gaged continuously since that time, except as to certain inter- 
ruptions in service over which applicants had no control. Per- 
mit ordered issued. In other respects application denied. 

MC 30251, Ray & Starr, extension of operations. By joint 
board No. 6, composed of Harry Holden of Idaho and Herbert 
H. Hauser of Oregon. Served June 24. Operation by applicants 
as a contract carrier of gasoline over specified routes from 
Portland, Ore., to Emmett, Nampa, Boise, and certain other 
idaho points found consistent with the public interest and with 
the policy declared in section 202 (a) of the motor carrier act, 
1935. Permit granted. 

MC 37383 and MC 71574, The Black Hills Transportation 
Co., common carrier application. By joint board No. 183, com- 
posed of J. J. Murphy of South Dakota and B. B. Morton of 
Wyoming. Served June 24. Applicant found entitled to con- 
tinue operation as a common carrier of commodities generally, 
with exceptions, over specified routes between Rapid City, Belle 
Fourche, Hot Springs and Custer, S. D., Newcastle and Gil- 
lette, Wyo., and intermediate points, by reason of having been 
engaged in such operation on June 1, 1935, and continuously 
since that time. Certificate granted. Applicant found to have 
failed to establish the right to a certificate as a common carrier 
of commodities generally between (a) Rapid City and other 
points in South Dakota, on the one hand, and Sheridan, Wyo., 
on the other, and (b) Whitewood and Belle Fourche, S. D., 
via St. Onge, S. D., under the “grandfather” clause provisions 
of section 206 (a) of the motor carrier act, 1935. Application 
denied, and operations ordered discontinued. 

MC 86213, Lucia Vitullo, common carrier application. By 
joint board No. 67, composed of Thomas L. Hanson of New 
Jersey and Russell Wolfe of Pennsylvania. Served June 24. 
Public convenience and necessity found not to require opera- 
tion by applicant as a common carrier of commodities generally 
between Paulsboro, N. J., on the one hand, and New York, 
N. Y., and Philadelphia, Pa., on the other. Certificate denied. 

MC 50846, Palmer D. Waugh, contract carrier application. 
By joint board No. 12, composed of James L. Martin of the 
District of Columbia and H. E. Ketner of Virginia. Served 
June 21. Operation by applicant as a contract carrier of steel 
shelving, knocked down, steel filing cases, steel trays, and 
tray cases, finished, from Orange, Va., to Washington, D. C., 
over specified routes found consistent with the public interest 
and with the policy declared in section 202 (a) of the motor 
carrier act, 1935. Permit granted. 

MC 46614, Blue and White Lines, Inc., common carrier 
application. By joint board No. 74, composed of Harold E. 
West of Maryland and Russell Wolfe of Pennsylvania. Served 
June 21. Applicant found entitled to continue operation as a 
common carrier of passengers, baggage of passengers, and, in 
the same vehicle with passengers, light express, mail and news- 
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papers, over specified routes, between Altoona, Pa., and Cum- 
berland, Md., by reason of having been engaged in such opera- 
tion on June 1, 1935, and continuously since that time. Cer- 
tificate ordered issued. 

MC 50308, H. W. Gittens, contract carrier application. By 
joint board No. 131, composed of Jud P. Wilhoit of Georgia and 
John C. Coney of South Carolina. Served June 21. Permit 
ordered issued to H. W. Gittens, trading as Northern Freight 
Lines, Gainesville, Ga., authorizing operation as a contract car- 
rier of cotton piece goods between Rock Hill, S. C., and Gaines- 
ville, New Holland and Chicopee, Ga., over specified routes. 
Dual operation as both a common and a contract carrier found 
to be consistent with the public interest as required by section 
210 of the motor carrier act. 

MC 50752, Howard Stahlheber, contract carrier application. 
By joint board No. 58, composed of Andrew Olson of Illinois, 
Moie Cook of Indiana and E. J. Hopple of Ohio. Served June 
21. Operation by applicant as a contract carrier of paper 
products and other commodities, over regular routes, between 
Hamiltoh, O., and Chicago, Ill., and points in the vicinity of 
Chicago in Illinois and Indiana, found not consistent with the 
public interest and with the policy declared in section 202(a) 
of the motor carrier act, 1935. Permit denied, and operation 
ordered discontinued. 

MC 50990, J. B. Resch, contract carrier application. By 
joint board No. 18, composed of William J. Keefe of Massachu- 
setts, and R. Roscoe Anderson of Rhode Island. Served June 
21. Service contemplated by applicant found to be that of a 
common carrier rather than of a contract carrier. Proceeding 
held open to allow applicant to file a new application for a 
certificate of public convenience and necessity within 30 days; 
in the event of his failure to do so, this proceeding to be dis- 
missed forthwith. 

MC 86064, Lawrence Guy Hill, common carrier application. 
By Examiner C. I. Kephart. Served June 21. Public con- 
venience and necessity found to require operation by appli- 
cant as a common carrier of house and office furniture and 
pianos in interstate commerce between Holyoke and environs, 
Massachusetts, and points in New Hampshire, Vermont, Massa- 
chusetts, Rhode Island, Connecticut, New York, New Jersey 
and Pennsylvania over irregular routes. Certificate granted. 

MC 86087, Ernest Merchant, common carrier application. 
By joint board No. 138, composed of Harry B. Dunlap of Iowa 
and Floyd L. Bollen of Nebraska. Served June 21. Public 
convenience and necessity found to require operation by appli- 
cant as a common carrier of livestock, agricultural products, 
feed, coal, lumber, harware, cement, brick, tile, and general 
farm supplies over irregular routes, between Jackson and other 
points in Dakota County, Neb., and Sioux City, Ia. Certificate 
granted. 

MC 86224, Evan Smith, contract carrier application. By 
joint board No. 43, composed of Malcolm Erickson of Colorado 
and Homer Hoch of Kansas. Served June 19. Operation by 
Evan Smith as a contract carrier of petroleum products, in 
tank trucks from Wichita, Kan., to Idalia, Colo., found to be 
consistent with the public interest and with the policy declared 
in section 202 (a) of the motor carrier act, 1935. Permit 
granted. 





COMMISSION ORDERS 


No. 27667, Sub. No. 1, The Texas Industrial Traffic League vs. 
M.-K.-T. of Texas et al. Tex-O-Kan Flour Mills Co., Burrus Feed 
Mills, Perry Burrus Elevators, Lone Star Elevators, Burrus Panhandle 
Elevators, Morten Milling Co., Collin County Mill and Elevator Co., 
Fant Milling Co., Burrus Mill and Elevator Co., Liberty Mills, and 
Texas Star Flour Mills permitted to intervene. 

No. 27722, Ernecke & Salmstein Co. et al. vs. Northern Pacific et 
al. Blatz Brewing Co. permitted to intervene. 

MC 3575, Bernd Trux, Inc., common carrier application, and MC 
3575, Bernd Trux, Inc., extension of operations. Applicant’s petition 
for oral argument, denied. 

MC 66810, Peoria Rockford Bus Co., extension of operations. Ef- 
fective date of that part of the recommended order of joint board 
No. 111, which requires that applicant cease and desist from operation 
as a common carrier in interstate commerce between Lake Geneva, 
Wis., and Milwaukee, Wis., postponed so as to require that applicant 
cease and desist from the operation on or before July 19. 

MC 86045, William Quist and Chester Holten, common carrier ap- 
plication. Applicant’s petition for oral argument, denied. 

No. 27682; Tankar Gas, Inc., vs. A. & S. et al. Nathan R. Feldman, 
David Feldman, Abraham Feldman and Leonard Feldman, dba Feld- 
man Petroleum Co. permitted to intervene. 

MC 17732, Andrew P. Keegan, contract carrier application. Pro- 
ceeding reopened for further hearing in respect only to operations 
within a radius of fifty miles of Boston, Mass., at a time and place 
to be fixed by the Commission. 

MC 42318, Howard Hall Co., Ine., common carrier application. 
Proceeding reopened for further hearing at a time and place to be 
fixed by the Commission. 

Finance No. 7701 (3rd supplemental), Kentucky & Indiana Terminal 
Railroad Co. bonds. Supplemental order of the Commission, by di- 


























































































































































































































PAGE 1400 


vision 4, entered in this proceeding on June 2, 1934, 199 I. C. C. 706, 
as modified Dec. 3, 1935, further modified so as to permit the Kentucky 
& Indiana Terminal to pledge and repledge, to and including Dec. 31, 
1938, all or any part of $511,000 of first-mortgage 4% per cent gold 
bonds, as collateral security for short-term notes. 

No. 14880 et al., consolidated southwestern cases. Two petitions, 
respectively dated May 26, filed by southwestern rail lines, and May 
29, filed by Houston and Galveston, Tex., Chambers of Commerce and 
Galveston Cotton Exchange and Board of Trade, asking for postpone- 
ment of the effective date of the ocean-rail order heretofore entered in 
these proceedings on May 3, denied. 

No. 16242, Boyle Dayton Co. vs. A. T. & S. F. et al. Order entered 
herein on Jan. 5, 1926, as subsequently modified, vacated and set aside. 

No. 27165, MacMillan Petroleum Corporation vs. A. & S. et al. 
Complaint dismissed in the absence of receipt of advice to the con- 
trary by complainant’s counsel. 

No. 27371, The M. D. Friedman Co., Inc., vs. A. C. L. et al. Com- 
plaint dismissed in the absence of advice to the contrary by complain- 
ant. 

No. 27385, Standard Oil Co. of Louisiana vs. A. & S. et al. Com- 
plaint dismissed on request of complainant. 

No. 27465, Home Oil & Refining Co. et al. vs. A. T. & S. F. et al. 
Complaint dismissed on request of complainant. 

No. 27519, Holly Sugar Corporation vs. A. T. & S. F. et al. 
Complaint dismissed on request of complainant. 

No. 27575, Long Island Machinery & Equipment Co., Inc., vs. 
K. C. S. Complaint dismissed on request of complainant. 

No. 27617, Durham & Southern vs. Norfolk Southern et al. Com- 
plaint dismissed on request of complainant. 

No. 27708, The Carbon Fuel Co. et al. vs. A. & B. B. et al. Motion 
of defendant, Norfolk & Western, to dismiss the complaint on the 
ground that it shows no violation of the act by that carrier, overruled. 

1. & S. No. 4295, automobile parts, Atlanta, Ga., to Birmingham, 
Ala. Petition of protestant, Southern Motor Carriers Rate Confer- 
ence, for reconsideration, denied. 

1. & S. No. 4339, block tin, New York and Norfolk to Winston- 
Salem, N. C. Petition of respondents for vacation of the suspension 
order, denied. 

Fourth section application No. 13647 et al., Iron and Steel Rates, 
209 I. C. C. 657, and fourth section application No. 14403, lron and 
Steel in Central and Trunk Line Territories, 209 I. C. C. 699. Attorney 
E. H. Burgess’ petition for a modification of fourth section orders 
Nos. 11946 and 11955, entered in these applications, denied. 

MC-F 295, Detroit & Canada Tunnel Corporation, merger, Detroit 


& Canada Tunnel Co., trustee, and Detroit & Windsor Ferry Co., and. 


MC-F 296, Detroit & Canada Tunnel Corporation, issuance of securities. 
Fred Moyer permitted to intervene. 

Finance No. 11620 (supplemental), Minneapolis & St. Louis Rail- 
road Co. receivers’ certificates. Order of May 8, authorizing issue 
not exceeding $1,007,250 of receivers’ certificates, modified so as to 
limit the amount of receivers’ certificates that may be issued there- 
under to $805,800, because authority granted will not be exercised to 
the extent of $201,450. 


No. 14150, The Corporation Commission of Oklahoma vs. A. & S. 
et al., and No. 14970, Texas Cottonseed Crushers’ Association et al. 
vs. Same. Order entered on May 6, 1925, as subsequently amended 
or modified, in so far as now effective on vegetable oils, oil foots or 
sediments and inedible tallow, vacated and set aside. 

No. 17419, Pacific Nitrogen Corporation vs. C. B. & Q. et al. Order 
entered on March 31, 1927, as subsequently modified, further modified 
so as to provide that the rates required to be maintained by defendants 
for the transportation of electrolytic cells (electrolyzers), in carloads, 
from Pittsburgh, Pa., to Seattle; Wash., shall not exceed the rates 
concurrently maintained on machinery or machines from and to the 
same points. 

No. 21374, Dixie Sales Co., Inc., vs. A. & R. et al. Order entered 
on May 16, 1930, as subsequently modified, in so far as said order 
requires the maintenance of rates from Douglas, Ga., to destinations 
in western trunk line territory shown in Roy Pope's Tariff 433-A, 
I. C. C. No. 1868 (C. R. Young series), vacated and set aside. 

No. 22607, Mathieson Alkali Works, Inc., vs. A. & W. et al. Order 
entered on May 15, 1931, as subsequently modified, further modified so 
as to permit defendants to apply to the transportation of liquefied 
chlorine, in tank-car loads, from Niagara Falls, N. Y., to destinations 
in western trunk line territory, rates which shall not exceed column 
45 rates, or 45 per cent of the revised first-class rates, published be- 
tween official territory and western trunk line territory in compliance 
with the sixth supplemental report and accompanying order in No. 
17000, Part 2, Western Trunk Line Class Rates, 204 I. C. C. 595, in 
lieu of the rates made 45 per cent of the first-class rates prescribed 
in the original report in No. 17000, part 2. 

No. 24679, Baldwin & Burke Safe Co. et al. vs. A. T. & S. F. et al. 
Order entered on March 9, 1933, as subsequently modified, vacated 
and set aside. 


No. 26844, International Paper Co. vs. Albany Port District Com- 
mission et al. Petition of defendant, Delaware & Hudson, for re- 
argument and reconsideration and petition of intervener, Association of 
American Railroads, for reargument and reconsideration before the 
entire Commission, denied. 

No. 27093, Chase & Co., Inc., et al. vs. A. C. L. et al. Petition of 


complainants for reconsideration, further hearing and reargument, 
denied. 


No. 27148, Buff Fuel & Oil Corporation et al. vs. D. & H. et al. 
and five sub-numbers thereunder, R. S. Hardie et al. vs. Same; John 
G. Douglass et al. vs. Same; Amsterdam Coal Co. et al. vs. D. L. & 
W. et al.; W. J. M. Huntzinger et al. vs. N. Y. O. & W. et al., and 
Henry C. Jones, Sr., et al. vs. D. & H. et al. Complainants’ petition 
for reconsideration, complainants’ amended petition, and defendants’ 
petition for oral argument and reconsideration before the entire Com 
mission, denied. 


No. 27441, Midvale Co. vs. W. & L. E. et al. Petition of complain- 
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ant for reconsideration, denied, in view of division 3 agreeing to re- 
open the case for hehearing under the shortened procedure, and to 
grant oral hearing if that is requested, and to postpone the effective 
date of the order. 

No. 27441, Midvale Co. vs. W. & L. E. et al. Proceeding reopened 
for rehearing under the shortened procedure, oral hearing to be granted 
if requested. Order entered on March 15, as modified on May 18, 
further modified so as to postpone the effective date thereof until 
further order of the Commission. 

No. 27669, Property Owners’ Committee et al. vs. C. & O. et al. 
Western Pennsylvania Coal Traffic Bureau and the Eastern Bituminous 
Coal Association permitted to intervene. 

1. & S. No. 4241, railway material to, from and between points in 
the southwest. Proceeding reopened for further hearing at such time 
and place as the Commission may hereafter direct. 

1. & S. No. 4241, railway material to, from and between points in 
the southwest. Petition of respondents for reconsideration and modi- 
fication of the order of April 12, denied, in view of division 4 agree- 
ing to reopen the case for further hearing. 

MC C-25, Atlanta Freight Bureau vs. Acme Freight Lines, Inc., 
et al. Complaint dismissed on request of complainant. 

No. 27679, Independent Refining Co. et al. vs. A. T. & S. F. et al. 
The Globe Oil & Refining Co., an Oklahoma Corporation, and The 
Globe Oil & Refining Co., a Kansas Corporation permitted to inter- 
vene. 

Finance No. 11650, application of the New York Central and the 
Cleveland, Cincinnati, Chicago & St. Louis for authority for the latter 
to construct and the former to operate an extension of the C. C. C. 
& St. L. in Saline and Williamson counties, Ill. Illinois Central 
permitted to intervene. 

MC C-43, Florida Motor Lines Corporation vs. Tamiami Trail 
Tours, Inc. Complaint dismissed on request of complainant. 

No. 27669, Property Owners’ Committee et al. vs. C. & O. et al. 
New Bedford Board of Commerce permitted to intervene. 

ADD Petitions for Rehearings Etc 





M. P. REORGANIZATION 


In a resumed hearing in Finance No. 9918, Missouri Pacific 
reorganization, before Commissioner Meyer, Director Sweet and 
Examiner Jewell, counsel for the bondholders of the New Or- 
leans, Texas & Mexico, also known as the Gulf Coast Lines, 
pressed the proposition of the bondholders that there should 
be a separate trustee for the Gulf Coast Lines. E. D. Scruggs, 
representing the Savings Banks Trust Co., holder of New Or- 
leans, Texas & Mexico first mortgage and income _ bonds, 
presented facts and considerations intended to support the 
proposition that the N. O. T. & M. could well be operated as 
an independent carrier or attached with profit to itself to the 
Illinois Central or the Santa Fe. 

According to Mr. Scruggs, since the N. O. T. & M. had been 
a part of the Missouri Pacific system, it had given more traffic 
to other roads than it had received from them. He said a 
large percentage of N. O. T. & M. traffic could go via the 
Illinois Central, or via New Orleans, over the Southern Rail- 
way or L. & N. to the east on shorter distances than via the 
Missouri Pacific, and give the N. O. T. & M. a longer haul on 
traffic originated by it. He asserted that divisions between the 
N. O. T. & M. and the Santa Fe were more favorable to the 
latter than the divisions received on traffic interchanged with 
the International-Great Northern, another member of the 
Missouri Pacific system. The N. O. T. & M., he said, with its 
large excess of delivered traffic to other roads was in a good 
position to bargain and could operate profitably as an inde- 
pendent road. 

Before the N. O. T. & M. phase of the case was reached 
for direct testimony William Wyer, secretary and treasurer 
of the Missouri Pacific was cross-examined by counsel for the 
N. O. T. & M. bondholders and the Chicago, Burlington & 
Quincy was permitted to intervene on account of its interest 
in the Terminal Shares, Inc., phase of the Missouri Pacific 
reorganization. 

The hearing in the Missouri Pacific reorganization case was 
adjourned June 23 until July 26. The adjournment was taken 
so as to enable the management of the Missouri Pacific and 
the Stedman committee to carry on negotiations looking to a 
compromise plan of reorganization. 

The RFC, the last day of the hearing, put into the record 
an appraisement of the terminal properties at St. Joseph and 
Kansas City, Mo., embraced within the plan of Terminal Shares, 
Inc., which company was included in the plan of reorganization 
and for which the Missouri Pacific agreed to pay something 
more than $22,000,000. The appraisement was made by mem- 
bers of the Commission’s staff detailed at the request of the 
RFC for that purpose. The appraisers reported that the prop- 
erty was worth $9,174,125, including the share therein of the 
Cc. B. & Q. Without the Burlington share they appraised the 
property at $7,024,170. 

V. V. Boatner, formerly a member of Federal Coordinator 
Eastman’s staff, testifying in the proceeding, expressed the 
opinion that acquisition by the Missouri Pacific of the terminal 
properties would be an unnecessary duplication of facilities. 
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June 26, 1937 


RENEWED EMERGENCY CHARGE CASE 


The Traffic World Washington Bureau 


Except for their rebuttal the railroads closed their argu- 
ments in reopened Ex Parte No. 115 with the exposition, by 
M. B. Pierce, of the intricacies of their proposal to increase 
the percentages of first-class of fifth and sixth classes in of- 
ficial territory. His belief was that the increase in those per- 
centages was one of the best ways for the carriers to obtain 
an undetermined amount of increase in their revenues. Three 
times, he said, the railroads had tried to persuade the Com- 
mission to revise those percentages which, he indicated, harked 
back to the eastern class rate case, but each time their effort 
came to naught. Conditions, he said, had changed so much 
since the eastern class rate case that he felt the carriers were 
warranted in believing the Commission would approve the 
increases in those percentages. 

Karl D. Loos, speaking for the National Coal Association, 
was the first of the representatives of shippers to present the 
opposition in the regular order. Messrs. Gutheim and Burch- 
more had been afférded the opportunity to speak for shippers 
in the time allotted to the railroads, because there was reason 
for such a change in the program. Mr. Loos said he had to 
disagree with the railroads in their approach to the subject. 
They assumed, said he, that if they showed a need for revenue, 
as a group, they might proceed with increases they deemed 
desirable. That, he suggested, might have been the fact while 
section 15a was on the books, as written in 1920 with a recap- 
ture clause in it. Need of the railroads as a group, was no 
longer, he said, the controlling fact. The need of each carrier, 
he said, had to be considered. Then he pointed to the good 
financial condition of carriers in the eastern district that hauled 
large coal tonnages, submitting a compilation of tonnage and 
revenue data to show that on the present rates they were 
earning a fair return and that an increase in rates on bitumin- 
ous coal would hurt other carriers by increasing the cost of 
their fuel for locomotives. 

Commissioner Eastman suggested that Mr. Loos was mak- 
ing a question as to whether rates of the Pocahontas region 
carriers should not be reduced. Mr. Loos said he was saying 
that the coal carriers were earning a fair return. 

J. V. Norman, for the Property Owners’ Committee and 
others, said that this was the sixth time in a little more than 
five years he had appeared for his clients to defend them 
against increases on bituminous coal. Answering questions by 
Commissioners Aitchison and Eastman, Mr. Norman agreed 
that western carriers needed more revenue but that if in- 
creased rates on coal for them were permitted, it might be 
necessary to make changes in eastern rates. 

“What’s the solution?” Asked Commissioner Aitchison. 

“T don’t know,” said Mr. Norman. 


Reduction rather than an increase in rates on bituminous 
coal was suggested by C. F. Hosford, Jr., chairman of the 
National Bituminous Coal Commission, who said that that 
governmental agency’s duty was to put the coal industry on its 
feet. Mr. Hosford was also speaking for John Carson, con- 
sumers’ counsel, appointed directly by the President, but at- 
tached to the National Bituminous Coal Commission. Mr. 
Carson, in his brief, called the proposal a $7,000,000 a year tax 
on domestic consumers of coal who, as he said, were with 
little or no margin above bare subsistence, “for the benefit of 
the opulent Pocahontas lines.” Carson and Hosford both con- 
tended that increased freight rates on coal would accelerate 
the swing of domestic and industrial consumption to gas, oil 
and electricity to the ultimate cost of the railroads themselves 
in the loss of the traffic they now carried. Coal producers 
had not dared to oppose publicly freight rate increases for fear 
of reprisals, said Mr. Hosford. 


“The power to propose variations in rates, to place fuel 
orders and to dictate the prices for fuel coal have, in too many 
cases in the past, been exerted to abstract from a bankrupt 
industry the very last penny which could be extracted to fill 
the coffers of the railroads,” said he. 

Mr. Hosford told the Commission that important men in 
the coal industry, in whose veracity he had confidence, had 
begged him for a firm stand by the coal commission against 
the railroads’ proposed increased freight rates because pro- 
ducers themselves had feared to oppose the increases publicly. 

Chairman Hosford described his own duties as prescribed 
by Congress to protect the coal industry against its own follies, 
conserve the coal resources of the nation and to defend the 
industry against consumer aggression, “particularly by the rail- 
roads which for years have made coal producers their pawns 
in the game of increasing railroad earnings and building trans- 
portation empires.” 

Mr. Hosford’s appearance, according to old practitioners 
before the Commission, was the first in which a cognate quasi- 
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judicial government body had appeared in defense of the 
industry it was charged with regulating, said a statement 
issued by the coal regulating body. 

Mr. Carson, in his brief, referred to the depressed condi- 
tion of the coal industry, asserting that while other commod- 
ities had shown price recoveries and profits, the bituminous 
industry had shown consistent deficits and no substantial change 
in the mine price since long before the general depression. 

Allen Coe, an attorney on Carson’s staff, also discussed the 
coal rate increase proposals. 

Claiming that he represented practically, if not the whole 
of the anthracite coal industry, J. J. Hickey said the industry 
felt it could not maintain itself in the markets it still had on 
the present rates, much less on increased rates. Mr. Hickey 
admitted, on questions from the bench, that he did not repre- 
sent the producers of the 1,300,000 tons of stolen anthracite. 
Producers of hard coal, said he, had reduced their prices with 
but little help from the carriers of anthracite, in their efforts 
to retain markets. 


H. E. Ketner, of the Virginia Corporation Commission, and 
others opposing the increases, treated the proposals of the car- 
riers as an effort by them to recoup losses or lack of revenue 
resulting from expenses incurred in their competition with 
carriers by motor vehicle and water. 


J. R. Van Arnum, on behalf of the National League of 
Wholesale Fresh Fruit and Vegetable Distributors, objected to 
increases in the percentages of fifth and sixth classes of first 
class. This proposal, he said, if adopted, would result in rates 
higher than authorized in the eastern class rate case. 


John T. Money, in behalf of producers of tar and pitch 
shipped into western trunk line territory from central territory, 
said that the average increase on those commodities from Chi- 
cago was 7% cents, and more than that from St. Louis. In- 
creases proposed to be added to the present rates, said he, were 
greater than the emergency surcharges. 


A. A. Mattson, speaking for other producers of tar and 
pitch, said the average addition to the rate on tar and pitch 
would be 4 cents a 100 pounds. Both he and Mr. Money 
ridiculed, in a polite way, the action of the Commission in mak- 
ing rates on tar and pitch in relation to those on refined 
petroleum products. 


R. E. Webb, chairman of the Kentucky commission, dis- 
cussed the financial condition of the carriers in opposing the 
proposed increases. 

N. E. Williams and J. C. Winter, speaking for the North 
Dakota commission, discussed rates on petroleum, lignite and 
coal from the upper lake docks. Mr. Williams, in particular, 
urged the protection of North Dakota lignite in relationships 
established under decisions of the Commission. 

John C. DeMar, of the Iowa commission, voiced opposition 
to the carrier proposals and devoted a large amount of his dis- 
cussion to the rates on coal. 


Cc. E. Elmquist, for the Maher Coal Company and the 
Algoma Steel Co., opposed increases on large cargo coal which 
were 10 cents a ton to the Lake Erie ports and 7% cents a 
ton from the upper lake docks into the interior, with a refund 
of 2% cents to the shipper of the proposed charge from the 
docks. He said that it would be almost impossible to say who 
would be entitled to that refund because of the varying condi- 
tions under which large cargo coal was sold. He said that 
even if increases on lake cargo coal were allowed they should 
not be made until after the end of the season of navigation 
and the 2% cent refund proposal should not be permitted. 

F. A. Doebber, for the Citizens Gas and Utility Co. of 
Indianapolis, devoted himself to the propriety or wisdom of the 
proposal to increase the rates on coal from the inner and outer 
crescents and products of by-product coke ovens out from 
Indianapolis. He said he viewed with some alarm efforts to 
bring natural gas into Indianapolis either through the pipes 
of the Citizens company or around them. He said, if the 
increases were allowed the approach of natural gas would be 
nearer than before, with the prospect of its advent throwing 
three or four hundred people out of work and suggesting the 
liquidation of an artificial gas plant representing an investment 
of seven or eight million dollars. His view was that the increase 
in rates would not bring the railroads the increase in revenue 
they had figured it would yield. 

H. A. Hollopeter, speaking for twelve by-product coke 
concerns in central and western trunk line territory, opposed 
the increases on coke. Rates on coke, he said, had recently 
been fixed by the Commission. Evidence submitted in this case, 
said he, brought nothing new into the issue. 

E. E. Williamson, for the Providence, R. I, Gas Co., 
opposed increases on coke; that company being the producer 
of by-product coke. He pointed out that the increases proposed 
in New England would make the rates much higher than the 
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relationship of class rate levels in central and New England 
territories. 

“They have added fifteen cents a ton to the highest rates 
on coal they could find,” said C. R. Hillyer, opposing the pro- 
posed increases on coal on behalf of paper and pulp manufac- 
turers in Minnesota, Wisconsin and upper Michigan. ‘The 
present are the highest rates in history on which a considerable 
tonnage moves. Our average total rate is $3.80 and our aver- 
age cost of coal is $5.55 a ton. All these rates are maximum 
reasonable ones prescribed by the Commission. It is unfair 
to us.” 

Mr. Hillyer agreed with Commissioner Meyer when the 
latter suggested that much of the time when there was talk 
about revenue and rate cases, it was merely a matter of going 
round and round. Mr. Hillyer, for the American Excelsior 
Corporation also opposed increases on excelsior pads and bottle 
caps. 

L. O. Kimberley, Jr., for the American Cotton Manufac- 
turers’ Association and others, said that the increases proposed 
in coal rates would deprive Carolina mills of the benefit of 
small reductions they had obtained in 1934. He disagreed with 
W. N. McGehee’s declaration that the proposed rates would 
not exceed the scale prescribed by the Commission in the North 
Carolina Corporation Commission case. 

Frank B. Townsend for Minneapolis interests, objecting to 
the proposal to increase the fifth and sixth class percentages, 
said that the result of increases in class rates between Chicago 
and the Twin Cities was the highest development in that ter- 
ritory, of truck transportation and carloading of traffic in the 
country. Carriers, said he, had driven much traffic from their 
rails by their increases typical of which he indicated was a 
raising of the for-years-maintained first class rate between 
Chicago and Twin Cities of 60 cents a hundred to $1.26. The 
present class rates, he added, were padded by reason of the 
laminated or bridge scale in use beyond Madison, Wis., to 
bring eastern and western class rates together. He said that 
no point west of the Twin Cities in western territory got any 
increase by reason of the proposed inflation of the fifth and 
sixth class percentages. He submitted a table showing advances 
ranging from three to six cents from various eastern cities to 
Twin Cities by reason of that proposal. 

J. F. Dougherty, for the Michigan Paper Mills Traffic 
Association, opposed increases on the products of those mills, 
and particularly the coal they used. Answering a question by 
Commissioner Eastman, he said that paper was sold in 1931 
for what could be obtained for it, but that in that year eastern 
class rates were put up. Now, said he, the carriers were pro- 
posing to up the fifth and sixth classes. The proposed rates, 
he declared, would drive more tonnage from the rails. The 
only way for the carriers to regain tonnage, he asserted, was 
to reduce rates so it could move on the rails. 

John C. Holten, for Minnesota iron ore producers, and John 
B. Putnam, for the Lake Superior Iron Ore Association, argued 
against the imposition of an increase on iron ore to the Lake 
Superior ports. Mr. Holten said the iron ore people were try- 
ing to develop the low grade ores and feared that if rates 
were increased that development would be arrested. Mr. Put- 
nam, submitting statistical data, said the ore carrying roads 
had been doing relatively well. 


W. W. Collin, for the Jones & Laughlin Steel Corporation, 
the Pittsburgh Steel Co., Wheeling Steel Co. and the American 
Rolling Mill Co., said that if this were another case of emer- 
gency, with a proposal that there should be an increase for six 
months or a year his clients would not oppose the imposition 
of a charge on ore from the Lake Erie ports to interior furnaces. 
But he said the carriers were asking for an increase in their 
permanent rates. He suggested that if the increases were 
allowed for a limited period they should be dated to expire with 


the end of navigation on the Great Lakes, as a convenient way 
to handle the matter. 


Comparing the relative miseries or otherwise of the rail 
and steel industries Mr. Collin pointed out that between 1915 
and 1935 the production of steel in Pennsylvania declined from 
49.2 per cent of the total to 35 per cent and that in every year 
since 1929 twenty-five railroads selected for purposes of com- 
parison made a larger return on their investment than eighteen 
steel mills that would be burdened with an increase in rates 
on ore and the raw materials entering into the production of 
pig iron, if proposals of the carriers were approved. The in- 
crease in rates on iron ore, he pointed out, would not fall on 
their competitors not using ore hauled from the Lake Erie 
ports. 

R. K. Keas, for the Institute of Scrap Iron and Steel, 
opposing increases on scrap, said that the present rates were 
at the maximum reasonableness permitted by the Commission; 
that they were on the billet basis, but that they were higher 
than rates on pig iron, which, like scrap, was an ingredient of 
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b‘llets. Scrap rates in official territory, said he, were a mass 
of inconsistencies, higher, he said, than on pig lead and other 
metals of much greater value. Roughly, he said, they were 
twenty-five per cent of first class, on a commodity valued at 
only $11.85 a ton. Scrap dealers, he said, were small business 
men acting independently of each other, who had really never 
been before a rate regulating body to obtain rates suitable for 
the commodity handled by them. ; 

Opposing a six cents a ton increase in rates on iron ore, 
T. H. Burgess, for the Republic Steel Co. and others, said the 
carriers did not need an increase in rates. All they needed, 
said he, was an increase in iron ore tonnage. And they are 
going to get it, he added. All available vessels, said he, were 
being used to get ore down from the upper lake region, the 
boats being sent up the lakes light so as to expedite the south- 
bound movement of ore. He said there would be a $10,000,000 
increase in rail revenue by reason of the greater activity in the 
steel industry. The industry, he said, was in no condition to 
stand an increase in rates. 

E. D. Sheffe, for the Standard of New Jersey and affiliated 
companies, opposed increases on petroleum and its products. 
The present rates, he asserted were very high. They were all, 
said he, the traffic should or could bear. Increases in rates, 
he declared, would reduce carrier revenue. The appearance of 
gasoline pipe lines and the hauling of petroleum products by 
trucks were factors, he said, that had come into existence since 
the Commission made its general petroleum decision. 

The Standard’s truck operations, he said, had been de- 
creased by reductions in rail rates to a level where they could 
be used, that assertion being based on recitals as to what had 
happened in southern New Jersey and North Carolina when 
the railroads cut their rates to meet truck competition. He 
indicated that the Standard used contract haulers because 
their charges were lower to that company than the cost of 
their own truck hauling, due to differences in working condi- 
tions between the company’s own facilities and those of the 
contract haulers. The company, he said, knew its own truck 
costs and knew that the contractors quoted rates to it that 
made their offers attractive. Mr. Sheffe said the railroads were 
proposing to increase rates that were already at the maximum 
level prescribed by the Commission, but not the rates they had 
reduced to meet truck competition. 

Carriers, said he, hauled less petroleum in 1936 than in 
1929 although consumption had increased. The point, said he, 
was not whether “we’re making money but whether we are 
willing to pay the one cent more they are asking.” He said 
that when the surcharge was first proposed the Standard did 
not oppose the increase but that as there was no emergency 
now, it was opposing a permanent increase. Perhaps, he said, 
“we shouldn’t be here at all but should let them burn up their 
traffic.” This, he suggested, was the proverbial straw, adding 
that the proposed increase would drive traffic from the rails. 

James L. Lawrence, for rail shippers of gasoline in Kansas, 
Oklahoma and Texas said that the rates today were as high, in 
cents, as in 1925 but really ten per cent higher because gasoline 
was lighter than even the estimated weight of 6.6 pounds a gal- 
lon. But he said train-mile costs since then had gone down 
18.1 per cent. These rates, he added, were outrageously dis- 
criminatory against the rail shipping refiners. 

Harry S. Elkins, speaking for western Pennsylvania refin- 
ers of Appalachian crude, argued against the proposal of the 
carriers to make a 2% per cent increase in the rates on lubricat- 
ing oils which were on an intermediate column rating between 
fifth and sixth classes. He said that the proposal, if permitted 
to become operative, would increase the rate on lubricating 
oil from Oil City, Pa., to Chicago, Ill., from 35 to 38 cents. Mr. 
Elkins said that lubricating oi] was being hauled by trucks as 
far west as Iowa and into New England but that long hauling 
had decreased in recent year. He said that if any increase was 
to be made, the western Pennsylvania refiners opposed any 
change in the relationship of the rates. 

A. H. Caterson, for the Radbill Oil Co., also opposed the 
desire of the railroads to increase rates on lubricating oils. 
That company ships from Philadelphia. 

T. H. Burgess, argued against increases in the rates on 
asphalt. 

E. S. Gubernator, for the Portland Cement Association, 
objecting to proposed increases on cement said that distribu- 
tion of that commodity was largely controlled by the freight 
cost, one-fourth to one-third of the price of cement being repre- 
sented by transportation cost. Answering Commissioner Aitchi- 
son, Mr. Gubernator said there was much cross hauling of 
cement and that there was more now than formerly. That 
was so, he said, because cement mills had been established at 
many more places. Cross hauling, he said, forced cement manu- 
facturers to absorb as much as three and four cents a 100 


pounds. Earlier cement cases, he said, had unduly inflated 
short haul rates. 
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Wilber La Roe, Jr., for the American Paper & Pulp Asso- 
ciation, apologized for presenting written memoranda of his 
argument. He said he did so on account of the shortness of 
time allotted him although Warren H. Wagner, representing 
interior Iowa meat packers, with his usual generosity, he said, 
had offered to surrender four-fifth of his time to help out. At 
that time Mr. Wagner had an allowance of five minutes and 
the quip caused laughter. 

Mr. La Roe asked the Commission to find, among other 
things, that without considering the emergency surcharges 
the net railway operating income had increased from $262,000,- 
000 in 1932 to $547,000,000 in 1936; that the financial condition 
of the railroads was now substantially better than it was when 
the Commission held, Dec 18, 1936, that the emergency no 
longer existed; that eliminating the surcharges, the railroads 
earned in the first four months of 1937 an increase in gross 
revenue of $200,100,003, whereas they sought, in this pro- 
ceeding, only from $53,000,000 to $95,000,000 on an annual 
basis; that the increased cost of materials strongly relied on by 
the railroads and increased labor costs, and similar increased 
items of expense, were more than offset by the actual results 
of operation which he said showed that operating revenues 
were increasing much more rapidly than operating expenses; 
that although the railroads claimed that the emergency was 
not yet over they had already repaid to the Railroad Credit 
Corporation two-thirds of their total borrowings from that 
organization, and to the RFC one-third of the borrowings from 
that organization; that the total now owed to the government 
agencies was only $520,000,000, or less than a normal year’s 
borrowing; that the proposal to increase the fifth and sixth 
class percentages was a classification proposal and not a rev- 
enue proposal; and that such a proposal was prima facie 
discriminatory. 

Arguments in Ex Parte 115 were completed June 21 when 
R. V. Fletcher made rebuttal statements in behalf of the rail- 
roads. He said that the railroads were here attempting to 
restore in part the revenue they had in 1936 as the result of 
the emergency charges which expired with that year. He said 
they were trying to restore something less than was in effect 
in that year. Some of their friendly adversaries, Mr. Fletcher 
said, had taken the position that the Commission had already 
passed on this proposition. The railroads, said he, did not 
interpret the refusal of the Commission to allow the emergency 
charges to continue as a disposition of the proposal that the 
rates in question be permanently increased. He said that some 
of their adversaries had also suggested that the Commission 
was not authorized to consider the railroads as a group but by 
implication said that the carriers had to be broken up into small 
groups if not into individual railroads. He wondered, he said, 
if the National Bituminous Coal Commission was going to pro- 
ceed on the assumption that it could not consider the mines 
in groups but had to take up each mine separately. His refer- 
ence to the coal commission was by way of answer to conten- 
tions he attributed to the National Coal Association. 


Some of the adversaries in this proceeding, Mr. Fletcher 
further said, seemed to think that a railroad was entitled to 
earn no more than enough to pay operating expenses and fixed 
charges. He suggested that the stockholder might also be 
entitled to something. 


Before Mr. Fletcher made his rebuttal argument, R. D. 
Rynder, Swift & Co., and W. H. Wagner, interior Iowa pack- 
ers, argued against the proposal of the carriers to increase 
the fifth and sixth class percentages. Mr. Rynder said that 
in his estimation the carriers had not made out a classification 
change justification in their presentation of the matter. Mr. 
Wagner said the carriers had not justified,an increase in the 
fifth class percentage and particularly not on packing house 
products. He said that the showing by Witness Greenly was 
that since 1927 longer haul fifth class traffic had been accorded 
reduced rates than were here so “ht to be increased notwith- 
standing truck competition was more severe as to short haul 
traffic. Mr. Wagner said that Witness Fyfe, who spoke of the 
need of the carriers for more money, did not attempt to estab- 
lish a greater need of more money from his clients than from 
an eastern seaboard packer who was not to pay higher rates 
on his packer-owned live stock or from the southern packing 
plants which paid only 31% per cent of first class into this 
territory. Mr. Wagner said the carrier witnesses conceded that 
they did not consider the competitive result of their proposal. 
The carriers, Mr. Wagner said, had not justified their pro- 
posal and the prejudicial effect thereof, he added, was suffi- 
cient alone for the Commission to deny their request as to 
packing-house products. 


John F. Finerty for the Glass Container Association, oppos- 
ing increases, said the Commission didn’t have to consider a 
fair return on railroad investment but under the law was 
required merely to prescribe rates to provide an adequate 
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transportation system. He discussed the meaning of section 
15 (a) as it now stands in the books. 

E. L. Woolever for the Cromar Co., speaking for the 
manufacturers of flooring of a particular type, opposed the 
increases that would result from acceptance of the carrier 
propositions. 

A reply brief has been filed by the Gypsum Association to 
the brief of the Class I carriers in Ex Parte No. 115, reopened. 
The agreement between the railroads and the shippers attend- 
ing the arguments in this case was that no reply briefs should 
be filed. The agreement, however, bound only those attending 
the arguments. It was understood at the time the agreement 
was made that those not parties to it were free, of course, to 
file reply briefs in accordance with the rules of practice of the 
Commission. 

The association said that neither the National Industrial 
Traffic League nor the National Coal Association represented 
the members of the Gypsum Association in this proceeding. In 
this reply brief the association answered points made by the 
railroads in their briefs and supported its contention that the 
scales of rates on gypsum products mentioned by it and apply- 
ing over a large part of the country should not be disturbed as 
proposed by the railroads. It said that it required twenty years 
for the carriers and the gypsum producers to agree to the scales 
on gypsum products listed by it in the reply brief. Therefore, 
the association said, it prayed that the Commission would sus- 
tain the objection to the proposed increases and allow the 
carriers and gypsum producers to determine whether or not 
the rates needed to be increased, in a conference between the 
carriers and producers. The association said that that method 
of handling the subject had been satisfactory in the past. 


R. I. REORGANIZATION 
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The proposal of the Louisiana & Arkansas to take over and 
operate the Rock Island, Arkansas & Louisiana, Finance No. 
11531, was actively pressed at a resumed hearing in No. 10028, 
Chicago, Rock Island & Pacific reorganization, before Commis- 
sioner Porter, Examiners Boyden, Conway and Molster. Testi- 
mony intended to show that the Louisiana & Arkansas was able 
to take over and operate the R. I. A. & L. was offered by 
Samuel H. Fordyce, industrial commissioner of the Louisiana & 
Arkanasas, C. S. Atkinson, its senior vice president, W. F. 
Cornell, traffic manager of the Shreveport, La., Chamber of 
Commerce, E. H. Thornton, of the New Orleans Joint Traffic 
Bureau and P. A. Frye, secretary of the Louisiana Public Serv- 
ice Commission. 

The last mentioned said that consummation of the proposed 
plan would serve to promote the interests of Louisiana ports, 
particularly New Orleans, in that a one-line haul would be 
created to and from many points in northern Louisiana and 
Arkansas not presently having a one-line haul to that port. 
He thought there would be better service as well as more 
favorable freight rates to and from such points; also protect 
the principle of port parity and keep Louisiana ports on a com- 
petitive basis with other Gulf ports. He said that the Rock 
Island had not heretofore served any Louisiana port directly 
nor had the same interest in maintaining competitive rates to 
such ports as the Louisiana & Arkansas. 

The Texas & Pacific intervened in Finance No. 11531 for 
the reason, as it said, it desired to preserve and continue the 
open gateways now existing at Alexandria and Eunice, La., 
between it and the Rock Island, Arkansas & Louisiana and its 
lessee, the C. R. I. & P. for the interchange of shipments mov- 
ing through the Alexandria and Eunice gateways. 

Testifying in the Rock Island, Arkansas & Louisiana phase 
of Chicago, Rock Island & Pacific reorganization, Harvey C. 
Couch, chairman of the Kansas City Southern, a large owner 
of Louisiana & Arkansas stock and former chairman of that 
railroad, disavowed any desire to establish a “far-flung railroad 
empire.” His testimony was in support of the proposal that 
the R. I. A. & L. be detached from the Rock Island, and be 
made a part of the Louisiana & Arkansas. 

His interest in the matter, Mr. Couch said, was in build- 
ing up the southwest. Acquisition by the Louisiana & Arkansas 
of the R. I. A. & L. would mean much for the southwest, 
said he. It would, he said, give the L. & A. shorter routes 
into the Little Rock, Memphis and St. Louis tonnage originat- 
ing districts, and thereby facilitate the movement of traffic. 
His recent purchase of Kansas City Southern stock, 26,400 
shares of common and 1,000 shares of preferred, said he, was 
not with a view to enlarging the Louisiana & Arkansas sys- 
tem, nor for controlling the Kansas City Southern. Mr. Couch 

indicated he thought he had money enough to satisfy any 
reasonable man and that whatever he might do to add a 
little to the income of the southwest would be satisfaction 







PAGE 1404 


to him. He said that he did not want people to say when he 
died, “well that old blankety-blank was no good anyway.” 
Mr. Couch said that his investment in the Kansas City South- 
ern was about the same as his investment in the Louisiana 
& Arkansas. The Landa Corporation, wholly owned by the 
Louisiana & Arkansas, he said, had purchased between $2,500,- 
000 and $3,000,000 of the publicly owned R. I. A. & L. bonds. 


F. W. Green, vice-president of the Cotton Belt, opposing 
acquisition of the R. I. A. & L. by the L. & A., said what 
he called the Couch lines already constituted a major railroad 
system and that the Kansas City southern provided a gate- 
way for the L. & A. which lessened the “throttling effect” 
of the “remorseless competitors” of the L. & A. In talking 
about the throttling effect of remorseless competitors Mr. 
Green was ironically referring to testimony in behalf of the 
L. & A. proposition. 


A. E. L. Gareiss, for the Illinois Central, submitted statis- 
tical data in opposition to the proposed acquisition. 

W. F. Knobeloch, traffic manager of the Cotton Belt, also 
opposing the acquisition, gave testimony intended to show 
there was no strangling of the L. & A. by the Cotton Belt. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. 11666, Central of Georgia Railway Co. 
receiver’s equipment-trust certificates, granting authority to assume 
obligation and liability in respect of not exceeding $1,400,000 of Cen- 
tral of Georgia equipment-trust certificates, series T, to be issued by 
the Chase National Bank of the City of New York, as trustee, and 
sold at 102.444 and accrued dividends in connection with the procure- 
ment of certain equipment, approved. 


Report and order in F. D. No. 11688, Meridian & Bigbee River 
Railway Company trustee's certificates, granting authority to issue 
not exceeding $20,000 of trustee’s certificates, $5,000 thereof to be 
delivered to W. E. Hopkins as an individual in reimbursement ol 
expenses incurred by him as trustee, and $15,000 to J. H. Currie in 
payment for legal services and expenses incurred as counsel for the 
trustee, approved. 


Report and certificate in F. D. No. 11632, Bethel Granite Railway 
Co, et al. abandonment, permitting abandonment, as to interstate and 
foreign commerce, by the Bethel Granite Railway Company of its 
entire line of railroad in Windsor county, Vt., and abandonment of 
operation thereof by the Central Vermont Railway, Inc., approved. 


Report and certificate in F. D. No. 11657, Atchison, Topeka & 
Santa Fe Railway Co. operation, authorizing operation, under trackage 
rights, by the Atchison, Topeka & Santa Fe Railway Co. over a line 
of railroad of the Toledo, Peoria & Western Railroad in Woodford 
and Tazewell counties, Ill., approved. 

Report and certificate in F. D. No. 11619, Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. trustees abandonment, permitting 
abandonment by the trustees of the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company, of a branch line of railroad of that com- 
pany in Pierce county, Wash., approved. 

Report and Order in F. D. 11689, Duluth, Missabe & Northern 
Railway Company et al. consolidation, authorizing consolidation of 
the properties of the Duluth, Missabe & Northern Railway Company 
and of the Spirit Lake Transfer Railway Company into one corpora- 
tion for ownership, management, and operation, approved. 

Report and Order in F. D. 11690, Pittsburgh & West Virginia Rail- 
way Company bonds, granting authority to pledge, as additional col- 
lateral security for a note held by the Chemical Bank & Trust Com- 
pany, not exceeding $125,000 of first-mortgage 4% per cent gold bonds, 
series D, approved. 

Report and certificate in F. D. No. 11644, Pennsylvania Railroad 
Company abandonment, permitting abandonment by the Pennsylvania 
Railroad Company of a branch line of railroad in Indiana county, Pa., 
approved. 


PETITIONS FOR REHEARING, ETC. 


No. 13535 et al.; consolidated southwestern cases. Southwestern 
lines defendants ask the Commission for approval under Finding 27 
in the No. 13535 et al. decision, 123 I. C. C. 203, of the publication 
of rate of 15 cents a 100 pounds on cullet (broken glass), carloads, 
minimum weight 80,000 pounds, from Wichita Falls, Tex., to Ft. 
Smith, Ark. Rate to expire six months from date effective. Proposed 
rate to be applied as a maximum from and to intermediate points via 
routes to be furnished by interested lines. 

No. 13535 et al., consolidated southwestern cases. 
lines defendants ask the Commission for approval under Finding 27 
of its report and order in No. 13535 et al., 123 I. C. C. 203, of the 
establishment on cigarettes, carloads, and mixed carloads of cigar- 
ettes and smoking tobacco, description as per Item 3780, S. W. L. 
Tariff No. 173-I, J. R. Peel’s I. C. C. No. 2888, minimum weight 40,000 
pounds, of rates (a 100 pounds) to Oklahoma City, Okla., from Wins- 
ton-Salem, N. C., $1.28; Reidsviue and Durham, N. C., $1.31; Rich- 
mond and Petersburg, Va., $1.39; Louisville, Ky., 96 cents; Middle- 
town, O., $1 and St. Louis, Mo., 81 cents. The rates proposed are 
the Class 45 rates published in S. W. L. Tariffs Nos. 154-C, 152-D 
and 151-B, J. R. Peel’s I. C. C. Nos. 2474, 2794 and 2719, respectively. 

No. 15206, Traffic Bureau of Knoxville et al. vs. A. C. L. et al. 
Defendants ask the Commission to reopen the proceeding and grant 
a further hearing therein. 

No. 17370, Meridian Fertilizer Factory vs. A. C. L. et al. Defend- 
ants ask the Commission to reopen the proceeding and grant a further 
hearing therein. 

No. 25548, J. Hamburger Co., Inc., et al. vs. A. C. L. et al. Com- 
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plainants ask the Commission to reopen this case for reargument or 
rehearing, and reconsideration. 

No. 27161, Swift & Co. et al. vs. A. C. & Y. et al. Complainants 
ask for reopening, reargument and reconsideration by the entire Com- 
mission, of the two-to-one decision of division 3. 

No. 27286, Minneapolis Traffic Association et al. vs. C. & N. W. 
et al. Complainants ask for reconsideration of the report and order 
of April 12, in Docket No. 27284, Board of Trade of the City of Chi- 
cago et al. vs. A. & S. et al., decided April 12 (mimeographed) and 
served April 22, and award of damages. 

Ex Parte No. MC 12, in the matter of special and individual con 
tracts or agreements of contract carriers by motor vehicle. The Na 
tional Industrial Traffic League asks that the Commission reconsider 
and revoke its order, dated April 21. 

Consolidated Southwestern Cases (includes No. 14880 and other 
proceedings listed at bottom of page 601 of 211 I. C. C.). Houston 
Chamber of Commerce, the Galveston Chamber of Commerce and the 
Galveston Cotton Exchange and Board of Trade ask the Commission 
for reopening, rehearing, reconsideration, and modification of its opin- 
ions and orders in its twenty-third supplemental report, 211 I. C. C. 
601, and twenty-fifth supplemental report (mimeographed) in so far 
as its opinions and orders therein relate to rail-ocean, ocean-rail and 
rail-ocean-rail rates between north Atlantic ports and other points 
commonly known as Atlantic seaboard territory, on the one hand, 
and points in Arkansas, Kansas, Louisiana, Oklahoma and Texas, on 
the other hand, via Gulf and south Atlantic ports. 

Nos. 13535, 14880 and related proceedings, Consolidated Southwest- 
ern Cases. Missouri-Kansas-Texas, Missouri-Kansas-Texas of Texas, 
Atchison, Topeka & Santa Fe, Gulf, Colo. & Santa Fe, Panhandle & Santa 
Fe, Chicago, Rock Island & Gulf, Chicago, Rock Island & Pacific, and 
its trustees, Fort Worth & Denver City, Wichita Valley and Burling- 
ton-Rock Island, defendants and/or respondents, ask for reopening, 
rehearing, reconsideration, and modification of the Commission's opin- 
ions and orders in its twenty-third (211 I. C. C. 601) and twenty-fifth 
(mimeographed) supplemental reports in so far as they pertain to 
rail-ocean, ocean-rail and rail-ocean-rail rates between north Atlantic 
ports, comprising what is generally known as Atlantic seaboard terri- 
tory, on the one hand, and southwestern territory, on the other hand, 
including rail-ocean-rail and ocean-rail rates to and from points in 
Texas, Oklahoma, Louisiana, Kansas and Arkansas, via South Atlantic 
and Gulf ports. 

No. 26529, Acme Tag Co. et al. vs. A. C. & Y. et al.; and two 
sub-numbers thereunder, Geo. A. Clark & Son, Inc., et al. vs. Same, 
and DeSoto Creamery & Produce Co. et al. vs. Same. Complainants 
ask the Commission to grant reargument and reconsideration. 

MC 40297, application of E. B. Ebert and O. R. Ebert, dba Ebert 
Brothers, Blackwell, Okla. Atchison, Topeka & Santa Fe, Missouri 
Pacific and St. Louis-San Francisco ask division 5 of the Commission 
to vacate and set aside its certificate, dated May 27, issued in this 
proceeding. 

No. 22907, industrial sand cases, 1930. The Western Maryland asks 
that leave be granted to it by the Commission to cancel all rates on 
sand and gravel and related commodities from Hancock and Round 
Top, Md., to consuming points in official territory as now published 
in Western Maryland I. C. C. 8404 and Agent Curlett’s I. C. C. A-520, 
in order that it may be relieved of the labor and expense of the check- 
ing required to continue such rates in effect. 

No. 27214, Los Angeles Union Stockyards Co. et al. vs. C. M. St. 
P. & P. et al., and No. 27243, The Ogden Livestock Exchange et al. 
vs. A. T. & S. F. et al. Defendants ask the Commission for recon- 
sideration of the report and decision of division 2, entered in these pro- 
ceedings. 

MC 22193, application of David Blair, dba Blair Motor Transporta- 
tion, Somerville, Mass. Rail carriers in New England territory ask 
the Commission to stay the order, granting a certificate scheduled to 
become effective June 26, in this case, for the reason that the pro- 
posed order grants to the applicant more extensive rights than those 
to which he is lawfully entitled under the ‘‘grandfather’’ clause of 
the motor carrier act of 1935. 

Valuation Docket No. 1202, valuation of Valvoline Oil Co. pipe lines. 
Valvoline Oil Co. asks that the Commission grant it a rehearing and 
an opportunity to present additional pertinent facts showing changed 
conditions, and that, pending determination thereof, the Commission 
and its officers refrain from making or issuing any order on the Valvo- 
line with respect to the valuation of its pipe lines or designating it 
as a common carrier., 

No. 27284, Board of Trade of the City of Chicago et al. vs. A. & 
S. et al.; No. 27286, Minneapolis Traffic Association et al. vs. C. & N. 
W. et al.; No. 27290, Amarillo Grain Exchange, Inc., vs. C. R. Il. & 
G. et al. Complainants and interveners herein ask for reargument and 
reconsideration. 

MC 6544, application of Edgar William Baker, dba Edgar W. Baker, 
Trucking, Rogers, O. Rail carriers in Central Freight Association 
territory, represented by Central Freight Association Motor Carrier 
-ommittee, ask the Commission to stay the order scheduled to become 
effective June 23 for the reason that the proposed order grants to 
applicant more extensve rights than those to which the applicant is 
lawfully entitled under the ‘‘grandfather’’ clause. 


DROUGHT ORDER 


By amendment No. 9 to drought order No. 27, the Com- 
mission, by Commissioner Aitchison, has amended that order 
and amendment No. 3 thereto to enable carriers covered by 
the order to extend reduced rates applicable on livestock re- 
turning from feeding points on the Minneapolis, St. Paul & 
Sault Ste. Marie in Minnesota and Wisconsin to points on the 
M. St. P. & S. S. M. and Midland Continental in North Dakota 
and South Dakota not later than Sept. 30, 1937, the authority 
to expire with Sept. 30, 1937. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Florida, Division A.) State may pre- 
scribe regulations for operation of automobiles on public high- 
ways, whether in interstate or intrastate commerce, by requir- 
ing registration thereof and licensing of drivers and charging 
reasonable fee therefor, if Congress has not preempted field. 
(State vs. Mizell, 174 Sou. Rep. 216.) 

Reasonableness of state’s charges for registration of motor 
vehicles and licensing of drivers, so far as affecting interstate 
commerce, are subject to review by courts and regulation by 
Congress.—Ibid. 

State cannot impose tax on interstate commerce, but may 
impose charges, bearing fair relation to cost of construction, 
maintenance and policing of its highways, on motor vehicles 
engaged in either interstate or intrastate commerce for use of 
such highways.—Ibid. 

Charge imposed by state on motor vehicles for use of its 
highways will not be sustained, so far as affecting interstate 
commerce, unless affirmatively shown to have been imposed 
only as compensation for use of highways or to pay expense of 
regulating motor traffic thereon.—Ibid. 

State’s imposition of tax on motor vehicles engaged solely 
or partially in interstate commerce over its highways will be 
treated as within its power, unless contrary appears, but, if 
challenged, burden is on state to show that tax was for purpose 
of regulation, maintenance, improvement, repair, or fair return 
on construction, of highways.—lIbid. 

Tax, imposed by state on motor vehicles engaged wholly 
or partially in interstate commerce over its highways, in any 
form directly related to use and regulation of highways, is valid, 
but any tax savoring of privilege or charge for engaging in 
interstate commerce, rather than compensation for use of high- 
ways, is invalid.—Ibid. 

Mileage and registration taxes on motor vehicles cannot 
be demanded for use of state highways in interstate commerce 
except as reimbursement for expense of providing road facili- 
ties or regulating commerce over such highways (Act 1931, 
c. 14764; Acts 1931, Ex. Sess., c. 15625).—Ibid. 


Amount of mileage or registration tax, imposed on motor 
vehicles by state for use of its highways in interstate com- 
merce, need not match cost of providing and regulating road 
facilities with mathematical exactness, but tax appreciably 
exceeding amount thereof becomes burden on interstate com- 
merce and will not be permitted (Acts 1931, c. 14764; Acts 
1931, Ex. Sess., c. 15625).—Ibid. 


Uniform motor vehicle registration fee, imposed by state 
on both interstate and intrastate carriers, is not invalid as 
placing undue burden on interstate commerce merely because 
interstate carrier has less occasion than intrastate carrier to 
use state roads, unless deliberately imposed in such manner as 
to create unfair discrimination against interstate carriers under 
enforced circumstances.—Ibid. 


Any tax imposed by state on motor vehicles engaged ex- 
clusively in interstate commerce is burden thereon and will 
not be sustained, unless affirmatively shown to have been 
imposed solely as compensation for use of state highways or 
to pay expense of regulating motor traffic over them, to be no 
more than reasonably necessary for such purpose, and to have 
been applied for purpose for which collected.—Ibid. 


Statute amending act providing for refund of registration 
fees collected from operators of motor vehicles in interstate 
commerce, on their payment of mileage taxes at rate determined 
by both acts to be reasonable, by allowing refund of registration 
fees exceeding such rate only for casual or transient trips in 
interstate commerce, held invalid as applied to exclusively in- 
terstate motorbus carrier operating on regular schedules (Acts 
1931, c. 14764, Secs. 16, 26; Acts 1931, Ex. Sess., c. 15625, Sec. 
4(a, b), and Sec. 3, as amended by Acts 1933, c. 16085, Sec. 3; 
Const. U. S. art. 1, Sec. 8, cl. 3; Const. U. S. Amend. 14, Sec. 
1).—Ibid. 

Act amending statute requiring refund of motor vehicle 
registration fees to interstate carriers paying mileage taxes by 
authorizing refunds only for casual or transient trips in inter- 
state commerce being void as to exclusively interstate motor- 
bus carrier operating on regular schedule, amended act is con- 
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trolling law on subject, and such carrier is entitled to refund 
thereunder (Acts 1931, c. 14764, Secs. 16, 26; Acts 1931, Ex. 
Sess., c. 15625, Sec. 3, as amended by Acts 1933, c. 16085, Sec. 
3).—Ibid. 


FALSE BILLING 
Secretary Bartel has issued the following statements: 


The Commission has been advised that on May 18, the Wilmington 
Packing Co., a corporation, pleaded guilty in federal court at Boston, 
Mass., to an indictment in ten counts charging it with having falsely 
billed carload shipments of fish meal as fish scrap for fertilizer pur- 
poses in violation of section 10(3) of the interstate commerce act. 
The court imposed a fine of $1,000. The shipments were billed from 
the plant of the corporate defendant in the vicinity of Boston, Mass., 
to Buffalo, N. Y., and the rate defeat by reason of the false billing 
amounted to approximately $35 per shipment. The case was investi- 
gated by the Commission’s Bureau of Inquiry. 

The Commission has been advised that on June 11, in the United 
States district court for the district of South Dakota, at Deadwood, 
an indictment in ten counts under section 10(3) of the interstate com- 
merce act was returned against A. F. Parsons, of Woonsocket, S. D. 
The indictment charges the defendant with having falsely under billed 
his shipments of dressed poultry moving by railroad from Woon- 
socket to Chicago, Ill., and New York, N. Y. This case was investi- 
gated by representatives of the Commission’s Bureau of Inquiry. 





A. T. & N. REORGANIZATION 


Arguments in Finance No. 10714, Alabama, Tennessee & 
Northern reorganization, set before division 4 for June 24, were 
adjourned without date by Commissioner Meyer because W. H. 
Armbrecht, attorney for the debtor, said the parties interested 
in the matter hoped to reach an agreement making it un- 
necessary to proceed with a formal threshing out of the things 
on which they were then in disagreement. The arguments 
were to have been made on exceptions filed to the plan of the 
Commission’s Bureau of Finance, by the debtor, the RFC, the 
Railroad Finance Corporation and the Manufacturers’ Trust 
Co., successor trustee under the prior lien mortgage. 


SANTA FE ABANDONMENT 


The Commission, division 4, in Finance No. 11408, A. T. & 
S. F. abandonment, has authorized that carrier to abandon a 
line extending from near Mulvane to Viola, Kan., a distance of 
approximately 21 miles. The report said that for the period 
1929-35 and the first nine months of 1936 the line had deficits 
averaging about $13,500 a year. The investment cost of the 
line was estimated at $447,657 and its salvage value, excluding 
land, at $93,000. Train service has consisted of a motor pas- 
senger train daily in each direction and a local freight train 
westbound on Mondays Wednesdays, and Fridays and eastbound 
on Tuesdays, Thursdays and Saturdays. 


Q. & B. ABANDONMENT 


The Commission, by division 4, in Finance No. 11433, 
Quakertown & Bethlehem Railroad Co. abandonment, has au- 
thorized the carrier mentioned to abandon its entire line, about 
13 miles long, extending from Quakertown to Durham, Pa. 
Local interests objected to abandonment. The line was con- 
structed in 1898 by the Quakertown & Eastern. Reorganized 
in 1911, it became the Quakertown & Delaware. That company’s 
property was sold under foreclosure in 1916 and the road took 
its present name. Its stock is owned by John M. Buckland, 
president. The report said it had no funded indebtedness but 
that it owed $250,420 on open account to Buckland and his 
business associates. The salvage value of the line is estimated 
at $45,000. 


FINANCE APPLICATIONS 


MC-F 351, Ohio Greyhound Lines, Inc., Detroit, Mich., applies for 
authority to purchase the motor coach business and operating rights 
of Red Star Way, Inc., for $50,000. The applicant saying that opera- 
tion between Detroit, Mich., and Columbus, O., could be more con- 
veniently, economically and successfully conducted by it in connec- 
tion with its present operation than it can be by Red Star Way, Inc. 

MC-F 352. Brady Transfer & Storage Co., Fort Dodge, Ia., asks 
authority to purchase the operating rights of Mrs. Wilma Cleveland, 
dba Cleveland Transfer of Sac City, Ia. 

MC-F 347, Illinois Geryhound Lines, Inc., Cleveland, asks authority 
to issue 1,841 shares of capital stock. 

MC-F 348, Teche Lines, Inc., New Orleans, La., asks authority to 
issue 5,881 shares of common stock. 

MC-F 349, Dixie Greyhound Lines, Inc., Memphis, Tenn., asks 
authority to issue 2,700 shares of common stock. 

MC-F 350, Ohio Greyhound Lines, Inc., Cleveland, O. Asks au- 
thority to issue 531 shares of capital stock. 

MC-F 338. Younger Brothers, Inc., Houston, Tex., asks authority 
to acquire by purchase all the outstanding capital stock of G. B. 
Powell, Inc., and to merge that corporation with the applicant cor- 
poration under the name of Younger Brothers, Inc. 

MC-F 339. Union Transfer and Storage Co., Inc., Lexington, Ky.. 
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asks authority to acquire the line of Noah Hall, dba F. P. Hall’s Ex- 
press, between Lexington, Ky., and Huntington, W. Va. 

MC-F 332. Central Greyhound Lines, Inc., of New York asks 
authority to issue $596,000 of five-year ser.al equipment mortgage 
notes to the National Ci:y Bank of New York in connection with 
acquisition of 33 new standard passenger super coaches manufactured 
by Yellow Truck & Coach Manufacturing Co. at a cost of approximately 
$14,000 each. 

MC-F 333. Dixie Greyhound Lines, Inc., asks authority to issue 
$180,000 of five year serial equipment mortgage notes to the National 
City Bank of New York in connection with acquisition of 15 new 
standard passenger super coaches manufactured by Yellow ‘Truck & 
Coach Manufacturing Co. at a cost of approximately $14,000 each. 

MC-F 334. Illinois Greyhound Lines, Inc., asks authority to issue 
$120,000 of five-year serial equipment mortgage notes to the National 
City Bank of New York in connection with acquisition of 10 new 
standard passenger super coaches manufactured by Yellow Truck & 
Coach Manufacturing Co. at a cost of approximately $14,000 each. 

MC-F 335. Ohio Greyhound Lines, Inc., asks authority to issue 
$60,000 of five-year serial equipment mortgage notes to the National 
City Bank of New York in connection with acquisition of 5 new stand- 
ard passenger super coaches manufactured by Yellow Truck & Coach 
Manufacturing Co. at a cost of approximately $14,000 each. 

MC-F 336. Southwestern Greyhound Lines, Inc., asks authority to 
issue $360,000 of five-year serial equipment mortgage notes to the 
National City Bank of New York in connection with acquisition of 
30 new standard passenger super coaches manufactured by Yellow 
Truck & Coach Manufacturing Co. at a cost of approximately $14,00U 
each. 

MC-F 337. Teche Lines, Inc., asks authority to Issue $96,000 ol 
five-year serial equipment mortgage notes to the National City Bank 
of New York in connection with acquisition of 8 new standard passenger 
super coaches manufactured by Yellow Truck & Coach Manufacturing 
Co. at a cost of approximately $14,000 each. 

MC-F 329. The Greyhound Corporation asks authority to issuc 
$240,000 of five year serial equipment mortgage notes in connection 
with purchase of 20 new standard passenger super coaches, manu- 
factured by Yellow Truck & Coach Manufacturing Co., at a cost ol 
approximately $14,000 each. The notes will be issued at par direct 
to the payee, the National City Bank of New York. 

MC-F 330. Atlantic Greyhound Corporation asks authority to issue 
$528,000 of five-year serial equipment mortgage notes in connection 
with purchase of 44 new standard passenger super coaches, manu- 
factured by Yellow Truck & Coach Manufacturing Co. at a cost of 
approximately $14,000 each. The notes will be issued at par direct 
to the payee, the National City Bank of New York. 

MC-F 331. Central Greyhound Lines, Inc., ask authority to issue 
$300,000 of five-year serial equipment mortgage notes in connection 
with purchase of 25 new standard passenger super coaches, manu- 
factured by Yellow Truck & Coach Manufacturing Co. at a cost of 
approximately $14,000 each. The notes will be issued at par direct to 
the payee, the National City Bank of New York. The rate of interest 
on these notes and on those in the preceding similar finance applica- 
tions will be as follows: First four installments 1% per cent per 
annum; next two installments 2 per cent per annum; next two in- 
stailments 24% per cent per annum; next two installments 3 per cent 
per annum; next two installments 3% per cent per annum; last eight 
installments 4 per cent per annum. The notes will mature serially 
every three months over a period of five years after date. Applicants 
said in these applications that other banks might participate in the 
loan but the extent of such participation, if any, was not known to 
applicants at this time. 


MC-F 340. Union Transfer Co., Omaha, Neb., asks authority to 
purchase interest of Risk Brothers Co., vendor by and through 


Arthur Duffy, trustee in bankruptcy, their application for a certificate 
and the certificate that may be issued. 


Finance No. 10735. Southern Pacific Co. asks, in its third supple- 
mental application, for a certificate authorizing the extension of its 
common carrier operations over that part of the line known as the 
Yuma Valley Railroad, owned by the United States (Reclamation 
Service) between Yuma and Somerton, Ariz. The applicant has been 
operating under trackage rights over the govrnment railroad since 
February, 1935. This application is for trackage rights in a three- 
year period beginning Aug. 1. The total gross revenue expected by 
the Southern Pacific is $238,615 a year. 


Finance No. 11346. Louisiana, Arkansas & Texas Railway Co., 
in a supplemental application, asks authority to authenticate and 
deliver $194,000 of its first mortgage bonds and for authority to sell 
them at not less than 90 per cent of their par value to reimbuse its 
treasury in part for capital expenditures made from Jan. 1, 1924, to 
July 1, 1936. The bonds are 5 per cents. They are to replace 6 per 
cent bonds, series B. 

MC-F 341. Pennsylvania Greyhound Lines, Inc., Cleveland, O., asks 
authority to issue $1,200,000 five-year serial equipment mortgage notes. 
The proceeds are to be used to buy 100 new standard passenger super 
coaches manufactured by the Yellow Truck & Coach Manufacturing 
Co. at a cost of approximately $14,000 each. Interest is to be paid 
at the rate of 1% per cent on the first four installments, 2 per cent 
on the next two installments, 2% per cent on the next two, 3 per cent 
on the next two, 3% on the next two and 4 per cent on the last eight 
installments. 

MC-F 342. William Gordon Glendenning, Saint Paul, Minn., asks 
authority to purchase the operating rights of Security Storage Co., 
between Eau Clair, Wis., and Duluth, Minn. 

Mc-F 343. C. F. Reddish, Cabool, Mo., asks authority to purchase 
the business and certificate of W. T. Renfrow, dba West Plains Trans- 
fer. 

MC-F 344. Southwestern Greyhound Lines, Inc., Ft. Worth, Tex., 
asks authority to issue 1,100 shares of class B common stock without 
par value to repay advances from its parent company, the Greyhound 
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Corporation. In 1936, the application said, the applicant made im- 
portant additions and betterments to its property, which were financed 
out of advances from the parent company. The applicant received 
advances from the parent company under an agreement whereby the 
parent company would underwrite, at $137 a share, the 1,100 shares 
of additional capital stock which the applicant desires to issue. 

MC-F 345. Pennsylvania Greyhound Lines, Inc., Cleveland, O., 
asks authority to issue 14,800 shares of common stock to repay advances 
from stockholders. The Greyhound Corporation and the American 
Contract and Trust Co., says the application, have each subscribed to 
7,400 shares of this common stock at $27 a share, their subscriptions 
aggregating $399,600. 

MC-F 346. Capitol Greyhound Lines, Cincinnati, O., asks authority 
to issues 464 shares of stock without par value to repay advances from 
its parent company, The Greyhound Corporation. 





REPARATION ORDERS 


Reparation orders have been issued in No. 15841, William 
Kelly Milling Co. vs. A. T. & S. F.; No. 16987, Foster Lumber 
Co. vs. A. T. & S. F. et al.; No. 7230 (supplemental order), 
Sames, Moore & Co. et al. vs. Denison & Pacific Suburban 
et al.; No. 17304 (supplemental order), International Oil Co. 
et al. vs. A. & S. et al.; No. 23236, Alabama Rock Asphalt, Inc. 
vs. A. & B. B. et al.; No. 25059, Alabama Asphaltic Limestone 
Co. vs. Same; No. 23528 (supplemental order), Ross Gear & 
Tube Co. vs. A. C. & Y. et al.; No. 25539, Jule F. Acker et al. 
vs. Alton et al.; No. 26079, Rigo Manufacturing Co. vs. N. C. 
& St. L. et al.; No. 26548 (supplemental order), The Dormer 
Co. vs. Ann Arbor et al.; No. 27143, Port Orford Cedar Prod- 
ucts Co. et al. vs. A. & B. B. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 4371, the Commission has suspended from 
June 20 until Jan. 20 the operation of certain schedules as 
published in supplement No. 44 to Agent B. T. Jones’ tariff, 
I. C. C. No. 2834, and other tariffs. The suspended schedules 
propose to increase the rates on millet seed, carloads, from 
Chicago, Ill., St. Louis, Mo., and upper east bank Mississippi 
River crossings to destinations in Central Freight Association 
territory. The following examples illustrate, rates in cents a 
100 pounds, from Chicago, II1.: 


To Buffalo, N. Y., present 27.5, proposed 30.5; Akron, O., present 
24, proposed 26.5. 


CHICAGO SWITCHING RATES 


The Commission has set for hearing, June 29, 9 a. m. stand- 
ard time, at the Morrison Hotel, Chicago, Ill., before Commis- 
sioner Atichison, the petition of the Baltimore & Ohio Chicago 
Terminal Railroad Co. for modification of the order of July 3, 
1933, in No. 19610, switching rates in Chicago switching dis- 
trict, so as to permit the petitioner to establish a rate of $12 a 
car, for the intrastate movement via its line, of asphalt in tank 
cars from the plant of the Standard Oil Co. (Indiana) to the 
plant of the Glove Roofing Products Co., Inc., both located at 
Whiting, Ind., both within the Chicago switching district. 





CITRUS FRUIT CHANGE 


Rail carriers engaged in the transportation of citrus fruit 
from Florida to north Atlantic ports have announced through 
J. G. Kerr, chairman of the Southern Freight Association, 
their purpose to include in their rates on such traffic a 
refrigeration service without additional charge to shippers, 
subject to approval of the Commission. A petition has been 
filed with the Commission by Chairman Kerr, acting as agent 
for the southern and eastern rail lines, seeking relief from the 
long-and-short-haul provisions of the interstate commerce act. 
In a statement Mr. Kerr said: 


Formerly, nearly all of the citrus fruits from Florida to Boston, 
New York, Philadelphia and Baltimore was transported by all-rail 
routes, but with the advent of motor trucks and refrigerated ships 
most of such citrus was diverted from the railroads. In 1935 the 
Interstate Commerce Commission granted long-and-short-haul relief 
for a limited period permitting the railways to reduce their rates so 
as to reflect the charges applicable via truck-boat routes. These re- 
duced rates are now applicable four days of each week. Steamship 
service is now available practically every day from Florida and as 
the boats provide refrigeration service without extra charge, while 
the cost of refrigeration is in addition to the rail rates the result 
has been that such rates have not resulted in a substantial movement 
via rail to the northern ports. . 

To better meet the truck-boat competition the railroads now 
propose to provide Florida shippers by railway a refrigeration service 


without extra charge and to apply their reduced rates each day of the 
week. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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June 26, 1937 


SOUTHERN GRAIN RATES 


Testimony in Docket 17000, part 7A, I. and S. 4208, and 
related cases, southern grain, put in at the Chicago hearings, 
which opened before Examiners Mackley and Hall June 22, 
bore largely on the interterritorial rates from middle western 
producing points to destinations in the southeast. Those rates, 
the testimony revealed, so far as the all-rail movement was 
concerned, were made on the so-called break-bulk principle, 
with the proportionals up to the Mississippi and beyond the 
crossings as factors. 

A great deal of the testimony at that hearing was entered 
by witnesses for the Mississippi Valley Association and the 
Farmers’ National Grain Corporation, complainants in one of 
the cases consolidated in the general investigation. There was 
some slight difference in the positions taken by those two 
bodies, as explained by C. E. Childe, representing the associa- 
tion, and Nuel D. Belnap, representing the corporation, although 
both explained that they were primarily interested in the rates 
from the river ports to interior ports in the southeast. Mr. 
Childe, under questioning by Examiner Mackley, said that, 
although he had used lower all-rail proportionals, river cross- 
ings to destinations, as comparisons when asserting that the 
higher locals applied to barge traffic between similar points 
were too high, he was not willing to accept the rail proportion- 
als - reasonable. In many cases, he said, even those were too 
high. 

Mr. Belnap, on the other hand, said that, so far as the 
Farmers’ National Grain Corporation was concerned, the com- 
plaint was directed against the differential of the all-rail river- 
to-destination proportional under the river-to-destination local 
applying on barge traffic. If the latter were brought down to 
the level of the former, he added, his client would be satisfied. 

Mr. Belnap was present in a dual capacity, representing 
also the federal barge line. In the midst of a colloquy between 
the examiners, on the one hand, and J. T. Quisenberry, com- 
merce attorney, Illinois Central, representing southern carriers, 
on the other, Mr. Belnap volunteered the information that the 
barge line was perfectly willing to file its port-to-port factors 
with the Commission as parts of through rates. The question 
arose when Mr. Quisenberry asked a witness whether he thought 
the Commission ought to have jurisdiction over barge rates 
used in combination with rail rates, just as it had over all of 
the factors in all-rail joint through rates. Following Mr. Bel- 
nap’s statement of the barge line’s policy with reference to rate 
filing, Mr. Quisenberry insisted that even such filing would not 
give the Commission jurisdiction over the barge factor, since it 
would, in effect, be a local barge rate used as a factor in a 
through rate. That was something different from a joint rate, 
stated in the law to be a rate arrived at by “common agree- 
ment” among the participating carriers, he said. The barge line 
had attempted to file such locals as factors, he added, and they 
were now under suspension. But they could not be called parts 
of joint rates since they had not been filed under such a com- 
mon agreement. 


Mr. Belnap took the view that such filing gave the Commis- 
sion jurisdiction over the rates so far as their maximum reason- 
ability was concerned, although it did not give the Commission 
minimum rate powers over them. This caused Examiner Mack- 
ley to remark that, in both cases, the Commission might pre- 
scribe maximum through rates, including the barge factor, and 
that, then, the barge line could reduce its local rate and so 
undermine the proposed structure. Mr. Belnap’s reply was 
that that was possible, but since the barge local would have to 
be reduced more than enough to compensate for its use with 
higher local rail rates, it Was not likely to happen. 


Witnesses representing the middle western producing states 
were concerned also with the relationship between the propor- 
tionals from the river to destinations, on the one hand, and 
those from south Atlantic and Gulf ports to destinations, on 
the other. Their grain came into competition with that from 
the Pacific coast and the Argentine in the southeast, they said, 
and it seemed to them that that market was more logically 
theirs, geographically, than it was a market for grains from 
more distant producing territories. The question had been 
largely academic in the two most recent years, they pointed 
out, because the drouth-stricken areas had little to ship. But 
it appeared as theugh they were to have a good crop this year 
and they were anxious to have the southeastern market open 
as soon as possible. They did not feel that they had serious 
competition from grains raised in the southeast, they testified, 
most of them viewing skeptically reports that that region could 
be made a grain producing area of any importance. Thus, they 
said, they were not viewing the river-destination proportionals 
with reference to any grain rate structure for local application 
in the southeast. On the other hand, they were unanimous in 
condemning a rate set-up that gave the all-rail movement river- 
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to-destination proportionals lower than the river-to-destination 
locals on barge traffic. As one witness remarked, he was not 
interested in the transportation agency over which his grain 
moved; he was interested only in the cost of transportation. 


GRAIN CASE VETERANS TO DINE 

Incident to the hearings in Docket 17000, part 7-A, at 
Chicago, those interested in grain rates who have participated 
in the proceedings over a period of years, and who have 
styled themselves “Veterans of 17000, Part 7,” will hold a din- 
ner at the Hotel Sherman the evening of June 28, “to renew 
acquaintances and welcome new members participating in the 
hearing at Chicago.” This is the fifth annual dinner of the 
organization of which Frank B. Townsend is present and C. T. 
Vandenover secretary. A business meeting and election of 
officers will be held after the dinner. 


TERRITORIAL RATES AND WAGES 


The Traffic World Washington Bureau 


Members of the joint congressional committee on the 
Black-Connery minimum wage-maximum hour regulation bill 
discussed freight rate levels as among the various rate terri- 
tories and wage levels with J. Haden Alldredge, transportation 
economist of the Tennessee Valley Authority, at the committee’s 
hearing June 21. Mr. Alldredge is the author of the TVA re- 
port on the interterritorial freight rate problem of the United 
States recently transmitted to Congress by President Roose- 
velt and to be published as House Document No. 264 (see 
Traffic World, June 12, p. 1298). 

Senator Black said the question of freight rates had come 
up and he had personally asked Mr. Alldredge to appear before 
the committee. He said it had been suggested that someone 
from the Interstate Commerce Commission be called but the 
committee reached the conclusion it would be better to have 
someone who had made some study and who was not connected 
with the Commission. 

Reference was made to Mr. Alldredge’s report and he 
dealt with matter contained in the report. He said the coun- 
try had no national freight rate structure. 

“What we have,” said he, “is a composite of regional 
structures, and those regional structures are not made on the 
same levels, nor according to the same schemes, so that they 
do not fit together at the borders very well, and a difficulty 
frequently arises when freight undertakes to move from one 
region to another.” 

Mr. Alldredge, taking official territory as a base of 100 to 
illustrate the differences in freight rate levels in the several 
territories, said the percentages on that base for the other 
territories were: Southern, 139; W. T. L., 147; southwestern, 
145, and mountain-Pacific, 171. 

Giving illustrations of specific rates, Mr. Alldredge said 
the first class rate from Nashville, Tenn., to Indianapolis, Ind., 
297 miles, was $1.23, while the rate from Indianapolis to Kent, 
O., 296 miles, in official territory, was 87 cents. The difference 
there in favor of the level with official territory was 36 cents, 
said he. He quoted the first class rate of $1.91 from Atlanta 
to Chicago, 731 miles, as against $1.38, New York to Ft. Wayne, 
Ind., 734 miles, and New York to Chicago, 890 miles, $1.52. 
From Knoxville to Atlanta, 198 miles, he said the first class 
rate was $1.02 while the rate from Columbus, O., to Lexington, 
K., 196 miles, was 88 cents. 

“That is not as much as going the other way,” said he, 
“but it shows that our manufacturers and processors down here 
cannot protect their own market against competition.” : 

“The serious thing about this problem from the standpoint 
of a development of a region,” continued he, “is that it has a 
tendency to deter the manufacturing dhd the processing. These 
differences usually become deductions from the producers’ price 
or manufacturers’ price rather than additions to the consumers’ 

rice.” 
. “Is it not true that the freight rates as they exist today 
are simply a growth beginning at the time when the railroads 
were originally esablished in this country, and that there is 
no logic or reason behind them?” asked Representative Ram- 
speck, of Georgia. 

“That is my position,” said Mr. Alldredge. 

“In addition to that the effect, as I understand it, is to 
retard the development of manufacturing or processing of raw 
materials in the higher rated regions and to concentrate it in 
the lower rated regions?” asked Representative Ramspeck. 

“Exactly so,” replied the witness. 

“Resulting,” continued Mr. Ramspeck, “in the transporta- 
tion of raw products to the eastern or official territory, which 
keeps the other regions from getting the benefit that comes 
from increased value of their raw products.” 

“TI think you have been studying this question,” said Mr. 
Alldredge. “That states it, as I see it.” 
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Mr. Ramspeck said efforts had been made to obtain a cor- 
rection of the situation referred to but ‘“‘we haven’t gotten much 
encouragement from the Interstate Commerce Commission.” 

Mr. Ramspeck asked if the cost of labor in southern or 
southwestern territories were fixed on the same basis as in 
official territory and a differential in freight rates were set up 
against the employer in the southern territories, was it not 
a fact that the employer was put in a position where he might 
be forced out of business ? 

Mr. Alldredge said he did not wish to take a position on 
the Black-Connery bill. He agreed, however, that the dis- 
advantage in freight rates was a burden “our manufacturer and 
processor must assume in some way and in some manner,” 
because he could not pass it on to the consumer. 

“In other words,’ said Mr. Ramspeck, “this difference in 
freight rates in reaching the consuming market must be taken 
out of either labor or capital, one or the other?” 

“You are correct—or out of the profits,’ replied Mr. All- 
dredge. 

Mr. Alldredge said he took no position on the question of 
wage differentials. There had been suggestions that in fixing 
minimum wages, in view of the freight rate situation, a differ- 
ential in favor of the southern employer should be established, 
particularly if there were no change in the freight rate levels. 

“From your study,” asked Representative Griswold, of Indi- 
ana, “could you find any real basis for a difference, for in- 
stance, in the freight rate from Atlanta to Chicago, as compared 
with the rate from somewhere in New York which was the 
same distance, we will say, to Chicago?” 

“Other than just precedent and tradition?” asked Mr. All- 
dredge. 

“Yes,” said Mr. Griswold. 

“No, sir, I do not see any,” said Mr. Alldredge. 


RAIL MECHANICAL IMPROVEMENTS 


The improvements which the railroads have made in their 
trains, mechanical facilities and methods of operation par- 
ticularly in the last seven years mark an epoch in rail trans- 
portation history, Commissioner McManamy told the sixteenth 
annual convention of the mechanical division of the Associa- 
tion of American Railroads in session at Atlantic City, N. J. 

“In the last seven years,’”’ Commissioner McManamy said, 
“the railroads have passed through a very trying period, but 
it has also been a period of great development, both in equip- 
ment and in service. I shall not attempt to enumerate the 
improvements in equipment but such improvements as air- 





conditioned, stream-lined, Diesel-powered passenger trains, , 


which operate at speeds of 100 or more miles per hour, and 
high-speed freight service which includes store door pick-up 
and delivery of freight, are improvements which mark an 
epoch in railroad history and are the answers of the members 
of this association to the threatened loss of business to com- 
peting forms of transportation. And this improved service has 
not resulted in increased costs to the public. Quite the con- 
trary. Since 1930 the average rate per ton-mile has decreased 
from 1.063 cents to .903 cents, and the average rate per 
passenger-mile has dropped from 3.25 cents to 2.01 cents. The 
Commission is in part responsible for the decrease in the 
rates per passenger-mile, but not for the decrease in the rates 
per ton-mile. That is partly the result of losing short haul 
traffic which takes a higher than average rate per ton-mile 
and partly the result of voluntary rate reductions to meet com- 
petition from other forms of transportation. The important 
point is the gross and net earnings of the railroads show a sub- 
stantial recovery.” 

Commissioner McManamy said that the return of this con- 
vention to Atlantic City in its present form, which included 
the elaborate exhibit by the Railway Supply Manufacturers’ 
Association of all kinds of railway equipment and appliances, 
“indicates improved business conditions” and “is an event in 
railroad history which is welcome to all of us.” 

Referring to the work of the mechanical division of the 
Association of American Railroads, Commissioner McManamy 
said: 

The scope and importance of the work and responsibilities of 
this association are often not fully realized even by its members. 
Originally organized to bring about standardization of equipment, it, 
like all other railroad developments, has grown far beyond the wildest 
dreams of its founders and I might say at this point that standardi- 
zation in relation to railroad equipment is a word that is much abused 
and often improperly used. To illustrate what I mean: The first rec- 
ommendation ever made by this association at a meeting of what was 
then termed the Car Masters, at Buffalo on April 19, 1866, was ‘‘That 
a committee of three be appointed to devise a plan to be presented at 
some future meeting for a uniform standard truck.’’ And that same 
question is actively before this convention. This does not mean that 
the matter has been aliowed to drag and has not received proper and 
effective consideration. Since that time many standards for car trucks, 
either in part or as a whole, have been developed and changed from 
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time to time to provide adequate safety and to meet the needs of the 
service. To attempt to establish permanent standards would not be 
standardization, it would be strangulation. 

The development of standard rules and practices is an important 
part of the work of this association which has in fact become a very 
essential part of what the Supreme Court has termed the national 
transportation machine. It came into existence in part to meet a 
situation which was the inevitable result of the demands of the 
country for a more complete and effective system of transportation. 
When in the interchange of traffic it became necessary for freight cars 
to leave the rails of their owners and move over other lines, rules 
and regulations providing for their movement, their use, and their 
return became essential. 

This organization having undertaken the task of establishing such 
rules for all carriers is in effect became a law-making body and it 
is charged with the responsibility on behalf of the railroads to estab- 
lish, subject to the approval of the Commission, and observe just and 
reasonable and non-prejudicial rules, regulations, and practices. 





RATE-MAKING BILL REPORTED 


The Traffic World Washington Bureau 


Without holding hearings on it, the Senate interstate 
commerce committee has favorably reported to the Senate for 
passage Senator Minton’s bill, S. 2410, which is described by 
the committee as creating only a rule of evidence to be followed 
by the courts of the United States which involve orders of the 
commissions, boards, or other administrative agencies of the 
United States, or a state or any political subdivision thereof, 
and as making prudent investment a basis of determining 
whether or not a rate is confiscatory. The bill amends the 
judicial code by adding a new section thereto as follows: 


Sec. 263. It shall be prima-facie evidence in any court of the 
United States of the validity of an order of an administrative agency 
of the United States, or a state or of any political subdivision thereof, 
prescribing rates chargeable by a public utility or common carrier, 
made pursuant to lawful authority and after reasonable notice and 
hearing, if the rates prescribed by such order produce such a return 
upon the prudent investment in the property used and useful in 
the public service as to allow such utility or carrier adequately to 
finance its reasonable obligations and perform its functions necessary 
in the public interest; and no such order shall be set aside, modified, 
enjoined, suspended, or restrained by any such court unless the court 
shall find that the rates prescribed thereby are confiscatory. 


In its report on the bill the committee said: 


If the rates prescribed by an order of an administrative agency, 
federal or state, produce such return upon the prudent investment 
in the property used and useful in the public service as well permit 
such utility or carrier to adequately finance its reasonable obligations 
and its functions necessary in the public interest, it shall be prima 
facie evidence of the validity of such an order; providing, of course, 
that the order was issued pursuant to lawful authority and after 
reasonable notice and hearing. If the order prescribed a rate that 
was confiscatory, its operation would be enjoined, as is now done. 

The bases upon which a fair value is determined are numerous, 
and in different cases the Supreme Court has used different bases. 
Mr. Justice Brandeis has repeatedly urged that a fair return upon the 
prudent investment in the property should be a means of determining 
whether or not a rate was depriving the utility of property without 
due process of law. The bill, S. 2410, would make prudent investment 
a basis, not the sole basis, of determining whether or not a rate was 
confiscatory. By the terms of the bill S. 2410, if the rates ordered 
would bring a fair return on the prudent investment of the assets, 
then such rates are prima facie reasonable and valid. It then becomes 
the duty of the party challenging the validity of the order to go for- 
ward with the evidence and establish the fact that the rates are con- 
fiscatory; and if this is done, an injunction will issue. 

The committee on interstate commerce recommended that the bill 
S. 2410 be enacted. 


WHEELER ON GOVERNMENT OWNERSHIP 


A problem of mediocrity would be presented by govern- 
ment ownership and operation of railroads and the door would 
be opened to “any kind of socialistic state that may be con- 
ceived,” said Harry A. Wheeler, president of the Railway 
Business Association, in an address at the concluding session 
of the 16th annual convention of the Purchase and Stores Divi- 
sion of the American Association of Railroads at Atlantic City. 

“If this government,” he said, “ever reaches a point where 
it controls the ownership and operation of the steam railroad 
transportation, there is no economic interest in the country 
that is safe from the same kind and measure of control. In the 
last analysis, however, the American people have a wonderful 
amount of good sense. Ultimately we are going to come out 
all right.” 


SEEING-EYE DOG BILL 


The Senate interstate commerce committee has favorably 
reported for passage H. R. 6049, the bill permitting railroads 
to make arrangements for carrying seeing-eye dogs with blind 
persons. 
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RAIL PENSION LEGISLATION 


The Traffic World Washington Bureau 


HIGH LIGHTS OF PENSION PLAN 


Railroad employes, if they shall have been employes 
as defined in the act, on and after Aug. 29, 1935, are 
eligible for annuities after they have ceased service if— 
. Sixty-five years of age or over on and after Aug. 29, 
1935. 

Sixty years of age or over on and after Aug. 29, 1935, 
and have completed 30 years of service or have become 
— and permanently disabled for regular employment 
or hire. 

Without regard to age, are, on and after Aug. 29, 
1935, totally and permanently disabled for regular em- 
ployment for hire and shall have completed 30 years of 
service. 

Employes on carrier pension rolls March 1, 1937, will 
be transferred and receive annuities after July 1, 1937. 
The annuity to such employes will not exceed $120 a 
month. Any annuity in excess of that amount will, if 
paid, be paid by the carrier. 

The maximum annuity computed on the basis of serv- 
ice prior to Jan. 1, 1937, will be $120. On service after 
that date there is no limitation and pensions may exceed 
$120 on the basis of service. This latter provision will 
affect employes who retire in the distant future. 

Death benefits will be paid in cases of the death of 
individuals who were employes after Dec. 31, 1936. 

Carriers may give passes for free transportation to 
pensioners on the same basis such transportation is ac- 
corded employes. 

Carriers and their employes are exempted from the 
old-age pension provisions of the social security act. 

Beginning as of Jan. 1, 1937, carriers and employes 
each will pay an annual tax of 2% per cent on the pay 
roll for the years 1937, 1938 and 1939. The tax rate 
increases in the years following 1939. 

Refunds will be made to employes of amounts de- 
ducted from their pay since March 1, 1936, and carriers 
will be relieved of making tax payments required by 
previous legislation. 


In a third effort to provide a national pension system for 
railroad employes Congress this week passed the Wagner- 
Crosser railroad retirement bill which, with the accompanying 
tax bill levying taxes on the carriers and employes, is expected 
to pave the way for retirement in the near future of approxi- 
mately fifty thousand railroad employes. The act embodies the 
pension agrement of railroad management and the employes. 

The House passed the rail pension tax bill June 24 and 
sent it to the Senate. The Senate took a recess until Monday, 
but passage of the bill by the Senate next week was regarded 
as certain. 

The pension act was signed by the President June 24. 

It is effective at once and the Railroad Retirement Board 
may proceed to grant applications for annuities under it. 

Only interference by the courts on complaint of a railroad 
or railroad stockholder or anyone else who may have the right 
to sue will hold up the retirement of a large number of em- 
ployes, it is pointed out. Recent decisions of the Supreme Court 
of the United States on social and labor legislation, it is con- 
tended by those supporting the new legislation, afford little 
hope for a decision holding the legislation unconstitutional. 
It is therefore expected that many railroad employes who have 
held off taking the steps necessary to obtain pensions will 
now act. 

The first effort of Congress was blocked entirely by the 
decision of the Supreme Court of the United States which held 
that the first pension act was unconstitutional. In its second 
effort Congress split the act into two parts, one providing for 
the payment of pensions from the U. S. Treasury and the other 
providing for taxes on the employes and carriers to reimburse 
the Treasury for the pension payments. The federal court for 
the District of Columbia, on complaint of the railroads, held 
the taxing act unconstitutional but did not pass on the consti- 
tutionality of the retirement act. The Railroad Retirement 
Board proceeded to certify pensions to the Treasury for pay- 
ment and several thousand retired employes are now on the 
pension rolls. 

_ Representatives of Class I railroads have stated the legis- 
lation will not be attacked by those carriers and that they do 
not expect carriers of other classes to attack it. 

The pension bill was passed in the House June 21 by a vote 
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of 361 to 1, the negative vote having been cast by Representative 
O’Connell, of Montana. The Senate passed the bill June 23. 
The act amends the retirement act of 1935 and constitutes 
the complete text of the retirement act and is designated the 
railroad retirement act of 1937. 
In reporting the bill the House committee on interstate and 
foreign commerce said: 


Scope of Bill 


The bill is divided into two parts. Part I amends the railroad 
retirement act of 1935 (U. S. C., ch. 9, title 45) and constitutes the 
complete text of the retirement act as it will appear after amendment. 
When enacted into law, it will be known by the short title, ‘‘Railroad 
Retirement Act of 1937.”’ 

Part II preserves the status of the present members, officers, and 
employes of the Retirement Board and the rights which have accrued 
to claimants, annuitants, and others. Under the terms of the pending 
bill, disabled persons who relinquished the right to return to service 
and were unable to qualify for annuities under the present law, may 
qualify for annuities if they comply with the requirements of the bill 
when enacted into law. 


Purpose of the Act 


The purpose of the railroad retirement act of 1935 was to provide 
for the payment of annuities, out of the Treasury of the United States, 
to persons upon their retirement from the service of the nation’s rail- 
road transportation system on account of age or disability. The bill 
before the House has the same purpose. 

The pending bill does not change the general plan or method of 
administration of the existing law. 


Changes Proposed 


The changes proposed which we deem of sufficient importance to 
require special mention in this report are as follows: 


Persons Subject to Act 


The bill (section 1 (a)) extends the existing law so as to include 
as ‘“‘employers’’ not only carriers and companies directly or indirectly 
controlled by them, as in the present law, but also groups, at least 
not clearly included in the present law, namely, (a) ‘‘railroad associa- 
tions, traffic associations, traffic bureaus, demurrage bureaus, weighing 
and inspection bureaus, collection agencies and other associations, 
bureaus, agencies, or organizations controlled and maintained wholly 
or principally by two or more employers as hereinbefore defined and 
engaged in the performance of services in connection with or incidental 
to railroad transportation;'’ and (b) ‘‘railway labor organizations na- 
tional in scope, which have been or may be organized in accordance 
with the provisions of the railway labor act, as amended, their state 
and national legislative committees, their general committees, their 
insurance departments, and their local lodges and divisions, established 
pursuant to the constitution and by-laws of such organizations.’’ 

The present act (section 215) embraces within its scope ‘‘any com- 
pany which may be directly or indirectly owned (by a carrier) or 
controHed thereby or under common control therewith, and which 
operates any equipment or facilities or performs any service (other 
than trucking service) in connection with the transportation of passen- 
gers or property by railroad, or the receipt, delivery, elevation, transfer 
in transit, refrigeration or icing, storage, or handling of property trans- 
ported by railroad, and any receiver, trustee, or other individual or 
body, judicial or otherwise, when in the possession of and operating the 
business of any such ‘carrier’.’’ This language has been changed so as 
to make certain the inclusion of a company or companies owned or 
controlled in common by several companies. The pending bill also ex- 
cludes casual service and the casual operation of equipment or facilities. 


Employes 

The bill includes as ‘‘employes’’ all who may be in the service of 
any person defined as an employer or who may be in the employment 
relation to any such person. The term ‘‘employe’’ also includes any 
officer or official representative of an organization of employes, other 
than a labor organization, included in the term ‘‘employer,’’ as defined 
in section 1 (a), who shall have been in the service of such employer 
and who shall have been duly authorized and designated to represent 
employes, in accordance with the railway labor act, as amended. 


Employment Relation 


The bill (section 1 (d)) defines ‘‘employment relation’’ so as to 
include persons absent on account of sickness or disability who may 
not be ‘‘ready and willing’ to return to service. The existing law 
requires that persons on furlough and persons on leave of absence must 
be ‘‘ready and willing’’ to serve in order to be considered in ‘‘employ- 
ment relation.’’ Under the pending bill only persons on furlough will 
be required to be ‘‘ready and willing’’ in order to be in ‘‘employment 
relation.’’ Persons ‘‘on leave of absence or absent on account of sick- 
ness or disability,’’ by the terms: of the bill, will be considered to be 
in ‘‘employment relation,’’ without regard to their ability to return to 
service when called. 


Eligibility for Annuities 

Under the existing law (section 217) the following persons who 
may be employes on or after the enactment date (August 29, 1935) upon 
complying with the conditions in said act, would be entitled to be 
paid annuities: 

(a) Persons 65 years of age or over. 

(b) Persons 50 years of age with 30 years’ service but with a 
reduction of one-fifteenth for each year or monthly fraction thereof 
the person may be under 65 years of age. 

(c) Persons, regardless of age, who shall have 30 years of service 
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The Mountain Goes to 
Manhattan via Erie 


@ Erie keeps the pulse of America’s industrial heart beating with 
coal—umillions of tons of it. Each year the Erie hauls a verita- 
ble mountain of coal not only to Manhattan but to hundreds of 
other important industrial centers that dot the route of the Erie. 










Erie is not just a coal road. Shippers of all classes depend on 
Erie’s on-time schedules, fast freight handling methods and 
special equipment to save time and money. 


Is your freight a weighty problem? Are you interested in speed 
to distant markets? Or care for perishables? Your Erie repre- 
sentative can satisfactorily solve any of these shipping problems, 
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and shall be retired by the carrier on account of physical or mental 
disability. 

Under the bill (section 2 (a)) the following persons, upon comply- 
ing with the conditions hereafter stated will be eligible for annuities: 

1. Persons 65 years of age or over. 

2. Persons who on the enactment date (August 29, 1935) were 60 
or more years of age, with 30 years of service, but with a reduction of 
one one-hundred-and-eightieth of the annuity for each month the person 
may be under age 65. 

2’. Persons 60 years of age, who shall have been totally and per- 
manently disabled for regular employment for hire, regardless of the 
number of years of service, but with a reduction of one one-hundred- 
and-eightieth for each month the person may be under age 65. 

3. Persons, regardless of age, who shall have had 30 years of 
service and who shall have been totally and permanently disabled for 
regular employment for hire. 

The bill differs, therefore, from the existing law in three particu- 
lars: 

First. It grants a disability annuity at age 60 to one with less 
than 30 years of service. 

Second. It changes from 50 to 60, the age at which one with 30 
years’ service may retire with a reduced annuity. 

Third. With respect to a disability annuity, the requirement that 
a person be “‘retired by the carrier on account of physical or mental 
disability’’ is changed so as to require that he be ‘‘totally and perma- 
nently disabled for regular employment for hire’’ according to the 
decision of the Retirement Board and not of the carrier. 

The existing law (section 215 (H) and section 217) requires a 
person, in order to be entitled to an annuity, to cease the service of 
a ‘‘carrier.’’ 

The bill (section 2) requires a person to cease rendering ‘‘compen- 
sated service to any person,’’ whether or not an ‘‘employer’’ as defined 
in the act. In other words, he must cease to be employed for hire by 
any person and relinquish his right to return to carrier or other 
“‘employer’’ service or to the service of the person by whom he may 
have been employed when he shall have become eligible for his annuity. 
A person is not required by the bill to relinquish his right to engage 
in other employment—that is, in the employment of persons other than 
“‘employers’’ as defined in the act, or of other than the last person by 
whom he shall have been employed before receiving his annuity. 

The requirement of relinquishment of right to return to service 
does not apply to disability annuities. One receiving a disability 
annuity may, upon recovery, reenter the service and thereafter receive 
an age annuity but with a recomputation in order to compensate for 
the amount received as disability annuity. 


Application for and Accrual of Annuity 


The provisions of the bill (section 2) covering this subject do not 
differ substantially from the present law. A person may apply for an 
annuity while engaged in the service and name in his application the 
date when he wishes his annuity to begin to accrue. It may not begin, 
however, before the day following the last day on which he may have 
rendered compensated service to an ‘‘employer’’ or to any other person 
by whom he may have been employed. 

An annuity shall begin to accrue as of the date specified in annui- 
tant’s application but not more than 60 days before the date of the 
filing of such application. He may not be paid an annuity until he 
shall have relinquished his right to return to the service of an ‘‘em- 
ployer,’’ as defined in the bill, and to the service of the last person by 
whom he shall have been employed immediately before his annuity 
shall have begun to accrue. 


Retirement Not Compulsory 


Neither the present act nor the bill makes retirement compulsory. 

The present act (section 216) requires a person to retire at 65 or 
suffer a loss of one-fifteenth of his annuity for each year he may 
continue in service after that age unless he shall file with the board 
a written agreement with the carrier each year for his continuance in 
service beyond age 65 but not beyond age 70. It further provides that 
regardless of any written agreement he shall suffer a reduction of one- 
fifteenth of his annuity for each year he continues after 70. The bill 
does not contain such provision but does provide that the service of 
a person 65 or more years of age who may continue in service after 
July 1, 1937, shall not be considered in calculating his years of service 
(section 3 (b) (4)). It further provides that his compensation received 
after July 1, 1937, shall be disregarded in calculating his annuity if 
to include it would diminish his annuity. 


Computation of Annuities 


The method of computing an annuity is the same in the bill (sec- 
tion 3 (a)) as in the present act (section 217)—that is, by multiplying 
the ‘‘years of service’’ by an amount equaling the total resulting from 
adding 2 per cent of the first $50 of the average monthly compensation, 
1% per cent of the next $100, and 1 per cent of the next $150. For 
example, if a person’s average monthly compensation should be $250, 
and his “‘years of service’’ 30, we should then add 2 per cent of the 
first $50; or $1, 1% per cent of the next $100, or $1.50; and 1 per cent 
of the next $100 or $1, and this would make a total of $3.50. If we 
then multiply this amount ($3.50) by 30, the result would be the amount 
of the annuity—that, is $105. 

For service which may have been rendered after December 31, 
1936, or what is called in the bill subsequent service, the average 
monthly compensation shall be determined by taking the actual pay- 
roll average for such service rendered after December 31, 1936. For 
prior service—that is, for service rendered prior to January 1, 1937— 
the average monthly compensation shall be the average monthly com- 
pensation earned by the employe in calendar months in his years of 
service in the years 1924-31. 
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The bill contains a provision to the effect that if his service in the 
period 1924-31 shall be, in the judgment of the board, insufficient to 
furnish a fair and equitable basis for determining his average com- 
pensation, then the board shall determine the monthly compensation 
in such manner as the board shall deem just and equitable. 


Years of Service 


The present act (section 217) provides that the period of service 
which shall be included in the computation of the annuity shall include 
all years of service not exceeding 30, whether rendered before or after 
the enactment date (August 29, 1935). No distinction is made between 
a person who was an employe on the enactment date and a person who 
became an employe thereafter. For example, under the present law, 
a person with 20 or 30 years of railroad service may have separated 
from the railroad industry at 50 years of age, worked elsewhere for 
10 years, reentered railroad service after August 29, 1935, and, on 
reaching retirement age, receive an annuity based on all his years of 
service in the railroad industry. 

According to the terms of the pending bill (section 3 (b) (1)), 
service which may have been rendered prior to January 1, 1937, will be 
included only in the cases of persons who may have been employes on 
the enactment date, August 29, 1935. It is not necessary under the 
pending bill that persons should have been actually engaged in com- 
pensated service on the enactment date. Prior service is allowed those 
on furlough or leave of absence or absent on account of sickness on 
such date, even though they may not have resumed compensated serv- 
ice since the enactment date. The bill includes in the years of service 
all service subsequent to December 31, 1936. If prior service should 
be included in order to make up the service period, the number of 
years so included is limited by the bill so as to prevent the total serv- 
ice period from exceeding 30 years. 


Maximum and Minimum Annuity 


The present act (section 217) limits the ‘‘years of service’’ to 30, 
whether prior to or subsequent to the enactment date, or both, thus 
limiting the annuity to $120. The pending bill (section 3 (b) (1)) places 
no limit on service after December 31, 1936, and therefore does not fix 
such maximum limitation upon the annuity. 

The present act stipulates no minimum as to an annuity. The 
pending bill (section 3 (e)) makes the following provision: 

‘‘Persons who may be employed when they shall have attained the 
age of 65 years and shall have completed 20 years’ service, shall be 
entitled to a minimum annuity of $40 per month: Provided, however, 
That if the monthly compensation on which his annuity may be based 
should be less than $50, the annuity shall be 80 per centum of such 
monthly compensation, unless such 80 per centum should be less than 
$20, in which case the annuity shall be either $20 or if such monthly 
compensation should be less than $20 then the annuity shall be equal 
to such monthly compensation. The bill also provides that the value 
of the annuity shall not be less than the value of the old-age benefit 
he would receive under title II of the social security act if his service 
as an employe after December 31, 1936, were included in the term 
‘employment’ as defined in the social security act.’’ 


Joint and Survivor Annuity 


Both the present act (section 219) and the bill (section 4) provide 
that an employe shall have the right to take a smaller annuity for 
himself and leave an annuity following his death to his spouse, if 
surviving. The bill provides regulations and conditions for the exercise 
of such rights by employes and their spouses. 


Death Benefit 


The present act provides, for the widow or dependent next of kin, 
an annuity for one year, equal to one-half of the annuity which the 
deceased may have been receiving or entitled to receive at the time 
of his death. Under the present law the widows or estates of those 
who may die before receiving or becoming entitled to receive annuities 
receive nothing. 

The pending bill provides that upon the death of any employe at 
any time, there shall be paid his widow, or, if there be no widow, to 
the person or persons designated by the employe, a sum equal to 
4 per cent of the total compensation (not exceeding $300 in any one 
month) paid to the employe on and after January 1, 1937, less any 
amount which may have been paid as an annuity to the employe or 
his spouse. 

Persons on Carrier Pension Rolls 


The present act (section 221) makes it the duty of the Retirement 
Board, at the earliest time practicable, to make a special report with 
recommendations regarding the desirability and practicability of sub- 
stituting, for pension plans maintained by carriers prior to the enact- 
ment of the railroad retirement law of 1935, the provisions for annuities 
and other benefits to employes contained in said retirement law. 


Provision for Payment of Statutory Pensions in the Amount 
Allowed by Carriers to Employes Prior to March 1, 1937 


The bill (section 6) provides for the payment of pensions from and 
after July 1, 1937, to each person, who, on March 1, 1937, was on the 
pension or gratuity roll of an ‘‘employer.’’ The bill provides for pay- 
ment, from and after July 1, 1937, of the amount allowed such person 
as a pension by the employer on or before March 1, 1937, and that 
such payment shall be without any diminution by reason of the general 
reduction or readjustment made subsequent to December 31, 1930. No 
pension in excess of $120 per month is to be paid but the terms of the 
bill permit the payment by an employer of the amounts by which such 
company pensions or gratuities may exceed annuities or pensions pay- 
able under the bill. 

Persons on the carrier pension rolls, who, on July 1, 1937, were 
eligible for annuities based in whole or in part on service rendered 
prior to January 1, 1937, shall from and after July 1, 1937, be paid 
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an annuity under the retirement act and shall not be carried as 
pensioners transferred from the carrier pension rolls. In order, how- 
ever, to avoid delay and confusion in qualifying such persons under 
the retirement act, provision is made to continue them as pensioners 
transferred from the carriers’ pension rolls until October 1, 1937, or 
to the date, prior to that time, on which they shall have qualified 
under the retirement act. 
Administration 


The administrative provisions of the present law are continued in 
the bill (sections 8-13) without change or addition except in respects 
which are deemed calculated to make the administration of the act 
simpler and more efficient. 

Railroad Retirement Account 

A railroad retirement account, in the Treasury of the United States, 
is provided for by the pending bill. The bill also provides for appro- 
priations to said account, as an annual premium, ‘‘for each fiscal year, 
beginning with the fiscal year ending June 30, 1937, of an amount 
sufficient, with reasonable margin for contingencies, to provide for 
payment of all annuities, pensions, and death benefits in accordance 
with the provisions of this act.’’ 


Part Il 


In addition to the effect heretofore indicated, part II (section 205) 
provides that certain employes of the Retirement Board, with rail- 
road experience, who, in the judgment of the board, are qualified to 
do the work required of them, may be retained although not having 
a strictly technical civil-service status. There are approximately 100 
of such persons out of a total of 700 persons employed in accordance 
with the terms of the ‘‘Railroad Retirement Act of 1935.’’ 

In view of the experience of these persons not only in railroad 
service but in the service of the board, a provision making possible 
their retention was considered by the committee to be entirely in 
harmony with the spirit and purpose of the civil-service laws. 


Representative O’Connell, when asked why he voted against 
the bill, said he was not opposed to pension legislation but that 
he felt that the railroad retirement act of 1935 was far superior 
to the 1937 act. He said many concessions had been given the 
railroads in the later act and that there were a number of 
provisions in the new act which were not as favorable to the 
employes as was the 1935 act. The employes, he felt, had been 
“sold down the river’ and the measure was in reality a man- 
agement measure. The agreement of the signatory Class I 
railroads not to attack the act in the courts was worth nothing, 
in his opinion, because the act could be attacked by a railroad 
not a party to the agreement, a stockholdér or others entitled 
to sue. He also said members, under the procedure adopted 
in the House for consideration of the bill, could not amend 
it and that a similar situation had existed in the House com- 
mittee on interstate and ‘foreign commerce of which« he is a 
member. 


The Senate substituted the House bill, H. R. 7519, for the 
bill; S. 2395, and indefinitely postponed the latter bill. The 
measures were virtually identical. 


Chairman Lea, of the House committee on interstate and 
foreign commerce, said it was estimated the disbursements for 
1938 would be $58,280,000 or $60,000,000 less than the receipts 
expected under the taxing measure. It was estimated that by 
1948, said he, the disbursements would be $107,099,000, or over 
$50,000,000 less than the receipts. By 1975, said he, it was 
estimated the maximum annual expense would be _ reached, 
amounting to $231,390,000. 


In the Senate Senator Wagner expressed the opinion that, 
under the recent decisions of the Supreme Court, the pension 
act would be declared to be constitutional. 


Chairman Wheeler, of the interstate commerce committee, 
raised a question as to employes who were deprived of their 
jobs in the period of the depression and who had not been re- 
employed and were excluded from the benefits of the bill. 

Senator Wagner said he sympathized with such former 
railroad employes but ‘a pension system must start some- 
where.” 

“We cannot provide a pension system for an industry, or 
for a large class of persons, and then go back to men who 
years ago worked for the same employer and say, ‘Because 
you have had that service, although you have made no contri- 
bution, we are going to give you a portion of the pension pro- 
vided under this system.” 

To bring within the act retired employes of railroads hav- 
ing no voluntary pension systems Senator Wheeler offered an 
amendment but it was rejected. He contended such former 
employes should be placed on the same basis as retired em- 
ployes of roads having pension systems. The latter will be 
paid pensions under the act. 


Effect of Agreement 


Discussion arose as to amending the bill and thereby chang- 
ing the agreement entered into between management and 
labor. Senator Robinson asked whether the railroads or the 
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employes would be bound by the bill if the terms of the agree- 
ment were changed by Congress. 

“No agreement could be entered into between the rail- 
roads and the brotherhoods that would be binding upon the 
Congress of the United States,” said Senator Wheeler. 

“That is true: but wait just one moment,” said Senator 
Robinson. “The Congress could not bind the railroads and the 
brotherhoods to a contract by the passage of legislation.” 

“Of course not,” said Senator Wheeler. 

Senator Wheeler pointed out that the bill affected railroads 
which had not participated in the agreement. 

“So there is nothing to this talk about their entering into 
an agreement, and our changing the agreement, because there 
cannot be any contract between private parties or groups 
which will bind Congress,” said he. 

Senator White said it was understood that an agreement 
had been entered into between the rail executives and the rail 
unions and it seemed to him perfectly clear that “if there is a 
departure in substance from the legislation upon which those 
parties agreed, we are either giving an excuse or extending 
an invitation to contest the validity of the legislation.” 

“I think that is true,” said Senator Wheeler, “but when 
senators talk about a binding agreement, there cannot be any 
agreement which will bind Congress.” 

So far as the agreement precluding an attack on the act 
in the courts Chairman Wheeler held that it was not worth 
the paper it was written on. 

Senator Wheeler offered several amendments the adoption 
of which he said would make the measure “a far more equitable 
and liberal measure” but they were rejected. He expressed 
the hope that later there would be amendments to the act 
which would take in men now excluded. 

In the brief debate on the bill there were expressions of 
commendation that management and labor had agreed on a 
pension system. 

The Taxing Act 


The taxing bill, H. R. 7589, called the “carriers’ taxing act 
of 1937,” provides for a total tax rate of 5% per cent on the pay 
roll for the three-year period beginning Jan. 1, 1937. Each 
carrier will pay 2% per cent and each employe will pay a like 
amount. The tax will rise by one-half of one per cent steps 
at three intervals, remaining at a level of 7% per cent on and 
after Jan. 1, 1949, management and employes each to stand 
half of the total rate. 

The Housé “committee on ways and means estimated that 
the taxable pay roll in the present year would run close to 
$2,300,000,000. 

“The present period is one of rising wages,” said the com- 
mittee. “‘Negofiations are currently in progress between the 
railroad labor organizations and managements concerning a 
request by the former for a substantial increase in compensa- 
tion. During the next few years certainly there is every indica- 
tion that pay rolls will be substantially larger than at the 
present time. Taking into account a period of years and 
considering the possibilities of ups and downs, it is a reasonable 
estimate that.the. pay roll subject to tax under this bill will 
average $2,200,000,000.” 

On the basis of that estimate it said the total taxes would 
be as follows: 1937, 1938 and 1939, $121,000,000 a year; 1940, 
1941 and 1942, $132,000,000 a year; 1943, °1944 and 1945, 
$143,000,000 a year; 1946, 1947 and 1948, $154,000,000 a year, 
and 1949 and thereafter, $165,000,000 a year. 


Estimates on tax accruals on a fiscal year basis also were 
submitted by the committee. Except for the fiscal year 1937, 
the estimate for which was $30,250,000, representing a quar- 
terly payment, the estimates run approximately the same for 
the fiscal years as the calendar years. 


Refund of Taxes 


The effective date of the taxing act is Jan. 1, 1937. Em- 
ploye tax accruals under the old taxing act, which is repealed 
by the new act, up to Jan. 1 this year will be refunded and 
the imposition of taxes on the carriers up to that time will 
be canceled. Under the decision of the district court holding 
the old taxing act unconstitutional as to the railroads, the rail- 
roads have deducted from employes’ pay the taxes provided 
for in that act and have not paid the taxes for themselves 
to the U. S. Treasury. The employes will receive refunds for 
the period March 1, 1936, to Jan. 1, 1937, and also for the 
difference since Jan. 1 between 2% per cent and 3% per 
cent, the latter being the rate the carriers and employes 
were assessed under the old taxing act. It has been estimated 
that the refunds to the employes will total around $50,000,000, 
and the carriers will be relieved of paying into the U. S. 
Treasury a like amount. 

The taxes will be levied on compensation not in excess of 
$300 a month. Employers and employes under the act will 
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not be subject to the old-age pension provisions of the social 
security act. 

For 1937, 1938 and 1939 the carrier and employe each will 
pay a tax of 2% per cent. For 1940, 1941 and 1942 each will 
pay 3 per cent. For 1943, 1944 and 1945, each will pay 3% 
per cent. For 1946, 1947 and 1948 each will pay 3% per cent, 
and after Dec. 31, 1948, the rate will be 3% per cent for each. 
Employe representatives will pay the total tax beginning with 
5% per cent for each of the years 1937, 1938 and 1939, and 
running to 7% per cent in 1949. 


To Whom Act Applies 


Definitions in the taxing act which determine the persons 
and companies to which the act applies follow: 


Section 1. That as used in this Act— 

(a) The term ‘‘employer’’ means any carrier (as defined in sub- 
section (i) of this section), and any company which is directly or in- 
directly owned or controlled by one or more such carriers or under 
common control therewith, and which operates any equipment or fa- 
cility or performs any service (except trucking service, casual service, 
and the casual operation of equipment or facilities) in connection with 
the transportation of passengers or property by railroad, or the re- 
ceipt, delivery, elevation, transfer in transit, refrigeration or icing, 
storage, or handling of property transported by railroad, and any re- 
ceiver, trustee, or other individual or body, judicial or otherwise, when 
in the possession of the property or operating all or any part of the 
business of any such employer: Provided, however, That the term ‘‘em- 
ployer’ shall not include any street, interurban, or suburban electric 
railway, unless such railway is operating as a part of a general steam- 
railroad system of transportation, but shall not exclude any part of 
the general steam-railroad system of transportation now or hereafter 
operated by any other motive power. The Interstate Commerce Com- 
mission is hereby authorized and directed upon request of the Com- 
missioner of Internal Revenue, or upon complaint of any party inter- 
ested, to determine after hearing whether any line operated by electric 
power falls within the terms of this proviso. The term ‘‘employer’’ shall 
also include railroad associations, traffic associations, tariff bureaus, de- 
murrage bureaus, weighing and inspection bureaus, collection agencies 
and other associations, bureaus, agencies, or organizations controlled 
and maintained wholly or principally by two or more employers as 
hereinbefore defined and engaged in the performance of services in 
connection with or incidental to railroad transportation; and railway 
labor organizations, national in scope, which have been or may be or- 
ganized in accordance with the provisions of the Railway Labor Act, 
as amended ,and their State and National legislative committees and 
their general committees and their insurance departments and their 
local lodges and divisions, established pursuant to the constitution and 
by-laws of such organizations. 

(b) The term ‘‘employe’’ means any person in the service of one 
or more employers for compensation: Provided, however, That the 
term ‘‘employe’’ shall include an employe of a local lodge or division 
defined as an employer in subsection (a) only if he was in the service 
of or in the employment relation to a carrier on or after August 29, 
1935. An individual is in the employment relation to a carrier if he is 
on furlough, subject to call for service within or outside the United 
States and ready and willing to serve, or on leave of absence, or ab- 
sent on account of sickness or disability; all in accordance with the 
established rules and practices in effect on the carrier: Provided further, 
That an individual shall not be deemed to have been on August 29, 
1935, in the employment relation to a carrier not conducting the prin- 
cipal part of its business in the United States unless during the last 
pay-roll period in which he rendered service to it prior to said date, he 
rendered service to it in the United States. 

(c) The term ‘‘employe representative’’ means any officer or of- 
ficial representative of a railway labor organization other than a labor 
organization included in the term ‘‘employer’’ as defined in section 
1 (a), who before or after the enactment hereof was in the service of 
an employer as defined in section 1 (a) and who is duly authorized and 
designated to represent employes in accordance with the Railway Labor 
Act, as amended, and any individual who is regularly assigned to or 
regularly employed by suth officer or official representative in connec- 
tion with the duties of his office. 

(d) An individual is in the service of an employer whether his 
service is rendered within or without the United States if he is subject 
to the continuing authority of the employer to supervise and direct 
the manner of rendition of his service, which service he renders for 
compensation: Provided, however, That an individual shall be deemed 
to be in the service of an employer not conducting the principal part 
of its business in the United States only when he is rendering service 
to it in the United States. 


(e) The term ‘‘compensation’’ means any form of money remunera- 
tion earned by an individual for services rendered as an employe to 
one or more employers, or as an employe representative, including 
remuneration paid for time lost as an employe, but remuneration paid 
for time lost shall be deemed earned in the month in which such time 
is lost. Such term does not include tips, or the voluntary payment 
by an employer, without deduction from the remuneration of the 
employe, of the tax imposed on such employe by section 2 of this Act. 
Compensation which is earned during the period for which the Com- 
missioner of Internal Revenue shall require a return of taxes here- 
under to be made and which is payable during the calendar month 
following such period shall be deemed to have been paid during such 
period only. 

(f) The term ‘United States’’ when used in a geographical sense 
means the States, Alaska, Hawaii, and the District of Columbia. 


(g) The term ‘‘company’’ includes corporations, associations, and 
joint-stock companies. 
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(h) The term ‘‘employe’’ includes an officer of an employer. 

(i) The term ‘‘carrier’’ means an express company, sleeping-car 
company, or carrier by railroad, subject to part I of the Interstate 
Commerce Act. 

(j) The term ‘‘person’’ means an individual, a partnership, an as- 
sociation, a joint-stock company, or a corporation. 


BROTHERHOODS’ STRIKE VOTE 


General chairmen of the five train service unions, meeting 
at the Great Northern Hotel, Chicago, June 22, voted to submit 
to their members the matter of a strike over the 20 per cent 
wage increase demand submitted to railroad management in 
January (see Traffic World, Jan. 28, p. 168). The decision to 
call for the vote was made by adopting the report of a special 
committee of twenty, appointed the day before, which recom- 
mended the strike vote be called for and submitted a draft of 
a letter to be addressed to all members of the five unions 
detailing what the labor leaders considered the unfair manner 
in which their wage increase demands had been treated by 
railroad management. 

The chief cause of the grievance, according to that letter, 
was what was alleged to be the refusal of railroad managers 
to meet the labor leaders on the question of wage increases 
without including in the discussion also the possible abroga- 
tion of some existing working rules, notably those involving 
the starting time of switching crews. 

J. A. Phillips, president, Order of Railway Conductors, 
acting as spokesman for the group, made it plain that the 
vote to be taken need not and probably would not result in a 
strike. He said an affirmative vote would merely place the 
power to call a strike in the hands of the general chairman 
and that he anticipated that would be sufficient to force the 
managers into early conferences. 

The letter calls for an “immediate vote.” The fact that 
the chairmen, before they adjourned, set July 26 as the date 
for meeting to consider the results of the vote indicated that 
prompt action was expected. That meeting will also be held 
at Chicago. 

In addition to the conductors’ union, the following four are 
included in the vote: Brotherhood of Locomotive Engineers, 
Brotherhood of Locomotive Firemen and Enginemen, Brother- 
hood of Railway Trainmen, and Switchmen’s Union of North 
America. Approximately 300,000 men are involved. When the 
wage increase demands were formulated it was estimated by 
the union leaders that they involved a total of $116,000,000 
added payroll expense annually. 


HANDLING OF LABOR DISPUTES 


Rail executives in Washington in connection with the 
monthly meeting of the board of directors of the Association of 
American Railroads met this week with members of the Rail- 
way Labor Executives’ Association, headed by George M. Har- 
rison, chairman, to consider the taking of steps to speed up the 
handling of disputes by the National Railroad Adjustment 
Board. The management-labor group has under consideration 
a proposal to ask for amendment of the railway labor act to 
increase the members of the divisions of the adjustment board 
because of pressure of business. 





SIX-HOUR DAY FOR DISPATCHERS 


A subcommittee of the Senate interstate commerce com- 
mittee has been appointed to consider S. 1492, a bill to limit 
the hours of service of train dispatchers employed by carriers 
engaged in interstate commerce to six hours in any twenty-four- 
hour period, and to establish a six-hour day for such train 
dispatchers. The subcommittee is composed of Senator Brown, 
of New Hampshire, chairman; and Senators Johnson, of Colo- 
rado, and White, of Maine. 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Broth- 
erhood of Railway and Steamship Clerks, Freight Handlers, 
Express and Station Employes has been designated and author- 
ized to represent the clerical, office, station, yard and store- 
house employes (including telephone operators and foremen 
who do not exercise supervision through sub-foremen) of the 
Peoria & Pekin Union for the purposes of the railway labor act. 


SIGNAL BILL REPORTED 


Representative Crosser, for the committee on interstate 
and foreign commerce, June 23, favorably reported to the 
House, S. 29, as amended, giving the Commission power to 
inspect and issue orders with respect to block signal systems, 
automatic train-stop, train control and cab signal devices, and 
other appliances intended to promote safety of railroad opera- 
tion. 
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June 26, 1937 


EXEMPTION FROM WAGE-HOUR BILL 


The Traffic World Washington Bureau 


Appearing on behalf of the Railway Labor Executives’ 
Association, Charles M. Hay, counsel for the association, asked 
the joint congressional committee holding hearings on the 
Black-Connery minimum wage-maximum hour bill to exclude 
therefrom employes of carriers subject to part I of the inter- 
state commerce act. He said the association consisted of the 
standard railroad labor unions except the Brotherhood of Rail- 
road Trainmen. He also said he did not speak for the mainte- 
nance of way brotherhood which was represented at the 
hearing by Leo Keller, vice-president. The latter’s organization, 
because of conditions faced by employes in the maintenance 
group, favor enactment of the bill, according to Mr. Keller. 

Mr. Hay said the railroad industry was perhaps the coun- 
try’s best organized industry. He said the principle of collec- 
tive bargaining had been recognized and practiced for many 
years and now was fully established and protected by the 
railway labor act. He pointed to results obtained under that 
act and said that despite low wages paid certain classes of rail- 
road employes, it would be best to permit that problem to be 
handled through collective bargaining rather than have the 
government fix minimum wages. In part he said: 


I think there can be little support for the fixing of maximum 
hours on account of the inherent nature of railroad work. Certainly 
if that is to be attempted it ought to be done after a most careful 
study and through an act and an agency dealing with that industry 
alone. 

How about a minimum wage? Let’s look at it first from the 
government’s standpoint. 

In my judgment it may be seriously questioned whether, after 
the government has gone as far as it has with respect to the railroad 
industry in recognizing and guaranteeing the right of labor to organize 
and bargain collectively, it should be asked to go further and fix a 
minimum wage. Government would seem warranted in requiring men 
to rely upon their own power to talk out and work out satisfactory 
agreements. That idea seems implicit in the language of this bill 
which I read in the beginning. It should not be lightly put aside. 
We have set out in this country to establish the principle of collective 
bargaining, believing it to have power to serve workers in their 
efforts to secure fair wages and working conditions. We should insist 
that it be respected and relied upon until .its full worth is tested. 

It is true that as yet railroad workers have not achieved wholly 
satisfactory results by this process but it is also true that much has 
been accomplished; that the right to accomplish more is thoroughly 
established; and that at this very moment bargaining is going on. 
It must be remembered also that the right of collective bargaining 
has been given its full recognition only recently in the Virginian 
railway case. It is destined to be a more useful agency in the future 
than it has been in the past. 


In view of all these considerations, government would, I submit, 
be warrented in refusing to go further at this time. 

Let’s look at the question from the employes’ standpoint. At 
present they have the power to bargain collectively for wages un- 
affected by a minimum fixed by any board. A minimum fixed by the 
government might help; it might also hurt them in their negotiations. 
The same power that could fix a 40 cents minimum could also fix a 
20 cent minimum. There are boards and boards. If a board were 
of the spirit and attitude of this committee, workers would have 
nothing to fear; but a board of a more conservative mind might do 
labor a great injustice. We know full well how both labor and the 
public have fared at the hands of some boards and commissions set 
up to protect labor and the public. Too often those who should be 
controlled in the interest of labor and the public have controlled 
the controller. That’s why workers cherish so dearly the right of 
collective bargaining and are slow to rely even on the government 
to determine their rights. 


Leaders of labor know, of course, what everyone else knows: 
that when a result is promised by government, the hope of govern- 
ment aid weakens the spirit of self-reliance. Where workers are 
as well organized as in the railroad industry, it would seem better 
for them and for the government to let them rely upon their own 
efforts through the collective bargaining medium than for government 
to intervene as proposed in the act. 

There is one other point. If it should be held wise for govern- 
ment to go further in the attempt to aid railroad workers either 
with respect to wages or hours, it should do so by a separate agency 
dealing only with the railroad industry. That would be consistent 
with the policy of the government for many years. The railroad in- 
dustry was not included in the N. R. A. or the Wagner labor rela- 
tions act or in the old-age annuity provision of the social security act. 
There are now agencies set up and operating in the field of railroad 
labor relations. It would undoubtedly lead to administrative con- 
fusion and conflict to set up another agency for that purpose—par- 
ticularly one dealing with industry generally. 

Railroad workers, as I have said, are well organized. Their lead- 
ers are of such a character as would reflect great credit upon any class 
of people. They have the best interests of their associates at heart. 
Their views with respect to the question here are summed up in the 
following which I quote from a letter written by Geo. M. Harrison, 
chairman of the Railway Labor Executives Association; following a 
meeting of the association in Chicago on June 7: 

‘In submitting the amendment you are authorized to say to 
the committee that the employes in the railway industry have de- 
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veloped a high state of collective bargaining; wages and hours are 
generally covered by agreements. That we are of the opinion that 
in industries where collective bargaining is universally recognized 
that the government should not undertake to fix wages; that while 
we favor a reduction in hours the peculiar characteristics of our in- 
dustry will not permit of a universal application of a maximum work 
week of forty hours. We think there chould be special legislation for 
our industry on the limitation of hours when and if we undertake 
to reduce the standard of a day’s work.”’ 

I am authorized to say to you that Mr. William Green, the head 
of the American Federation of Labor, is of the opinion that would 
be the sounder policy to exclude the railroad industry from the 
operation of this act. 

The concurring views of Miss Perkins, the secretary of labor, were 
referred to at a previous hearing. 

I realize, of course, that these opinions are not binding upon the 
committee, but, because of their eminent source, they are entitled 
to great weight and respect. I respectfully submit that the views 
of those directly affected and whose interests the committee seeks to 
serve by the enactment of this bill should be most persuasive, if not 
controlling. 


J. A. Farquharson, for the Brotherhood of Railroad Train- 
men, asked that railroad employes be exempted from the pro- 
visions of the bill. 


RAIL PURCHASES AND STORES 


Fire losses suffered by the railroads in 1935 were more than 
50 per cent below those in 1926, due to improvements made in 
the method of handling materials and supplies, according to 
a report by the stores department fire prevention committee, 
submitted to the sixteenth annual convention of the purchases 
and stores division, Association of American Railroads, in 
session in Atlantic City this week. 

The average fire loss a mile of road in 1935, according to 
this report, was $13.85 compared with $28.70 in 1926, a reduc- 
tion of 51.7 per cent. Reports from 65 of the principal rail- 
roads, according to this report, showed that in 1935 fire losses 
amounted to $3,272,347 compared with $7,268,434 in 1926. 
Since 1931 there has been a steady reduction each year in fire 
losses. 

“Good housekeeping,” the report added, “is the very 
foundation of fire prevention. Frequent and thorough inspec- 
tion of all buildings and grounds is an absolute necessity in 
fire prevention work as it has been stated that 85 per cent of 
all fires are preventable in fixed buildings and material if 
cleanliness of all buildings and grounds are maintained. If 
this is done, further reduction in fire loss is inevitable.” 

Approximately 70,000 different articles from pins to locomo- 
tives are purchased by the railroads from all classes of indus- 
try, according to the association, which added: 


The railroads of the United States in 1936 exempted $803,421,000 
for fuel, materials and supplies of all kinds, the greatest amount spent 
for such purposes in any year since 1930. In normal years, purchases 
of fuel, materials and supplies alone exceed one Dillion dollars. 


OUR AMERICAN RAILROADS 


(From Industry Talks, prepared by the Bureau of Research and 
Education, Advertising Federation of America) 


We Americans have a restless spirit. We want action. We 
admire people who get things done. We’re never content with 
things as they are. We’re always demanding something better; 
we welcome every improvement. 

It is this spirit that has made America the great country 
it is, conquering the wilderness, annihilating distance, weld- 
ing the forty-eight states together, making the whole United 
States a market for products of the farm and range, the mill 
and factory. 

Every one knows the part that the railroad played in the 
early development of the country. Not all of us realize the 
vital part the railroads still play today. In the past six years, 
for example, when the whole world was suffering from hard 
times, the railroads stepped out with new equipment, faster 
schedules, greater comfort, better service to passengers and 
shippers, and with it all a greater measure of safety. They 
gave more for the money—a tested principle of American 
business. We all benefit from faster and more efficient freight 
service. Millions of people now enjoy the comfort and cleanli- 
ness of riding in air-conditioned cars. 

These are only high points. More than a thousand men 
are busy on railroad research developing new safety equip- 
ment, better signal apparatus, more efficient brakes, and 
countless other devices and processes ranging all the way from 
water softening to the melting of snow. 

Railroading is a vast operation because it takes a gigantic 
transportation system to serve the needs of the American 
public. The railroads, for instance, maintain their own “high- 
ways’’—a quarter million miles of steel. Last year the two 
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million freight cars on American railroads traveled more than 
nineteen billion miles. This job is done so skillfully, so eco- 
nomically, that the railroads are able to haul a ton of freight 
a mile at an average cost to the shipper of less than one cent. 

It is not surprising that delegations from all over the 
world travel to the United States to inspect our railroads, study 
them, and learn from them. You may wonder why the Amer- 
ican railroads have shown such a marvelous rate of develop- 
ment as compared with other countries. The answer is the 
same as it is in the case of other American industries. So 
long as ability and ambition are free to go ahead and to reap 
the earned rewards of public patronage, rapid industrial 
progress is sure to follow. Under these conditions our railroads 
can promise a brilliant future. 

Every business needs the public’s friendship. It can win 
this in part by being friendly with the people whom it serves. 
But friendship must grow out of understanding, and under- 
standing must be based on information. For this reason, the 
railroads are now using advertising to make a report to the 
public covering the many things they do and the way they do 
them. 

It is a great and inspiring story, of a business which is 
resolutely working out its own recovery by the time-tested 
principles of self-reliance and hard work.—(Copyright, 1937, 
Advertising Federation of America.) 


JUST DRIFTING 


Editor The Traffic World: 

Referring to the editorial “Man Wanted” and Mr. Robert 
Smith’s letter in The Traffic World of June 12, I gravely fear 
that the requisite man in authority or on horseback will not 
be found to advocate and inaugurate a constructive transporta- 
tion policy, because by doing so there are no votes to be 
obtained! 

We are governed, not by statesmanship, but by group 
pressure. There is evidence of this in every newspaper includ- 
ing The Traffic World. 

Men interested in steamships do not want steamships 
regulated or coordinated with other methods of transportation. 
People in the oil business are objecting to taxes for the bene- 
fit of highways. Most shipping men object to anything interfer- 
ing with their methods of manipulating rates, etc., etc. 

There is a so-called Mississippi Valley Association which, 
I feel sure, is nothing but a shallow bluff—used by the cham- 
pion bluffer, the head of the Federal Barge Line. However, it 
manages to make enough noise to scare Congress into support- 
ing this Federal Barge Line, which has taken unto itself the 
job originally allocated by Congress to the I. C. C.—that is, 
the regulation of railroad rates. 

These railroad rates in the Mississippi Valley are like a 
trough which constantly tends to reduce rates to points com- 
peting with the river cities. Little Rock and Nashville want to 
be put on a parity with Memphis. Shreveport, Birmingham and 
Montgomery want to get a parity with Vicksburg, etc. When 
the rates to Nashville and Montgomery are reduced, those from 
Knoxville and Atlanta follow naturally, and so on ad infinitum. 

In the meanwhile, the Federal Barge Line’s operation is 
directly costing the taxpayers at least a million a year and 
nobody seems to care a hang in this age of wasting billions. 

The barge line on the Missouri River between St. Louis 
and Kansas City is. always going to “do good business next 
year.”’ In the meanwhile, the line in 1936 carried about 40,000 
tons of freight while the dredging of the Missouri River alone 
between the two cities mentioned cost about $800,000, according 
to the U. S. Engineer’s Report. In this case there is not even 
a pretense that this dredging contributes toward the power or 
flood control. 


This particular line was to benefit greatly the American 
farmer. During 1936 it carried 180 tons of wheat and 28 tons 
of corn. 

The railroad freight between the two points averages $2.50 
per ton. 


Without counting interest on expenditures of nearly 80 
million dollars on the Missouri River between the cities men- 
tioned, the upkeep of the river and the cost of handling the 
freight averages $22 per ton, or about nine times the railroad 
freight. 

This lack of coordination of thought and of intelligence (if 
any) on part of government authorities is largely responsible 
for the railroad receiverships in the Mississippi Valley. 

We seem to be unavoidably drifting toward government 
ownership for just this lack of coordination and intelligence 
and then these particular selfish interests who advocate federal 
barge lines on every river on which much money has been 
wasted for making them navigable and those who want more 
expensive highways without adequate taxation will be told to 
“get off the earth” and to stop competing with railroads, as 
has been done in Germany, Italy, France, etc. However, the 
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certainty of this prophecy eventuating possibly five years hence 
is not likely to stop the people who want jobs as traffic men 
or at government expense this year or next year. 
F. J. Lisman, Chairman, Lisman Corporation. 
New York, N. Y., June 22, 1937. 


A. E. H. KNOWS NOTHING ABOUT IT 


Editor The Traffic World: 

I am wondering if the person who wrote the comments on 
TVA report under “Current Topics in Washington” in your 
June 12 issue is prejudiced or has the fault of so many other 
writers who are frequently guilty of elucidating on subjects 
that they know nothing about. 

It is true that “informed men” know that shippers in 
New England and Florida are required to pay higher rates 
than in other parts of the territories of which they are a part, 
but these situations are not comparable, as your writer seems 
to think. After stating them, their similarity ceases. When 
the New England shipper ships into Central Territory, he is 
given the Central rate level, sometimes lower, and the New 
England carrier is taken care of by the requirement that its 
trunk line connection must allow it a greater division than 
if it were another trunk line carrier. Not so with the Florida 
shipper. If he ships into Central Territory, he must pay two 
arbitraries, one because of his location in the Peninsula and a 
second because his traffic must move through the remainder 
of the South. 

If the southern shipper is a manufacturer of stoves and 
other heating equipment and is located outside of Florida, he 
is required to pay, when shipping into Central Territory, rates 
25 per cent carload and about 40 per cent less carload higher 
than New England is required to pay for the same distance, 
and there are nearly as many manufacturers in New England 
as in the South. The market for heating equipment is, of 
course, where the weather is the coldest and probably this 
is the reason that the manufacturers of heating equipment in 
Official Territory outnumber those in the South by about 20 
to 1. Is this one of the situations your writer would justify 
and, if so, on what grounds? 

Your writer further suggests that, perhaps, if the “uniform 
principle” was in effect, as had been suggested, there would be 
no wasteful transportation of Alabama coke to the shores of 
Lake Erie. Actually, this “uniform principle” is in effect and 
actually it is permitting the movement of Alabama coke, not 
to the shores of Lake Erie, but to points in Central Territory 
west of Toledo and Detroit. Which is the most wasteful 
transportation, the shipment of coke direct from the Alabama 
ovens located at the mines to Jackson, Michigan, or the ship- 
ment of coal from southern coal fields around about through 
Ashland and thence Cincinnati or Columbus to Chicago, con- 
verted into coke there, and reshipped back east to Jackson? 
Economically, the Chicago ovens can do this because they were 
located there primarily to serve that city with gas. The Alabama 
ovens have only a limited market for their gas. 

It is to be hoped that the erroneous comments of your 
writer are due to ignorance rather than prejudice. I have 
not seen the TVA report; therefore, I make no comment on it. 

A. J. Ribe, Traffic Manager. 

Birmingham, Ala., June 18, 1937. 





RELIEF RATES BILL 


The Senate interstate commerce committee has favorably 
reported to the Senate, S. 2619, amending paragraph (1) sec- 
tion 22 of the interstate commerce act so as to enable the rail- 
roads to make effective relief rates without being held to have 
made unduly prejudicial rates if such rates are not extended 
to all. 





CONN TO SPEAK AT LUNCHEON 


Donald D. Conn, executive vice-president, Transportation 
Association of America, will speak on ‘What Is the Future of 
Private Enterprise” at a luncheon at the Union League Club, 
Chicago, June 30, to which a representative group of business 
men of Chicago and vicinity have been invited. Mr. Conn 
will explain the program and the objectives of the Transporta- 
tion Association. Invitations were signed by the following: 
Edward E. Brown, president, First National Bank of Chicago; 
Robert E. Wood, president, Sears, Roebuck and Company; 
Benjamin F. Affleck; J. L. Keeshin, chairman of the board, 
Keeshin Transcontinental Freight Lines, Inc., and Homer B. 
Grommon, president, Farmers’ National Grain Dealers’ Asso- 
ciation. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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I, C. C. IN CABINET 


The Traffic World Washington Bureau 


President Roosevelt, under a bill introduced by Senator 
Robinson, Democratic leader of the Senate, would have author- 
ity to transfer to the Department of Commerce or any other 
cabinet department functions of the Interstate Commerce Com- 
mission and similar independent agencies relating to prepara- 
tion of estimates of appropriations, the appointment of personnel 
and maintenance of personnel records, the procurement of ma- 
terial, supplies and equipment, the accounting for public funds, 
the rental of quarters “and related matters.” Other provisions 
in the bill indicate a purpose to give the President control of 
appointments. 

The bill, S. 2700, is understood to reflect the Administra- 
tion’s views on government reorganization modified to meet 
some of the protests made against the proposals in the report 
of the President’s special committee on government reorganiza- 
tion transmitted with approval by the President to Congress 
some time ago. That report was construed as recommending 
that the functions of such independent agencies as the Commis- 
sion should be woven into cabinet departments under the con- 
trol of the President. Apparently the Robinson bill is intended, 
in part, to meet the protests against such a change in the status 
of the independent commissions. 


Those who have opposed inclusion of the Commission in a 
cabinet department and who are committed to fighting for the 
present status of the Commission to be maintained, it is be- 
lieved, will vigorously oppose the provisions in the Robinson 
bill permitting the President to have direct control of appoint- 
ment of Commission employes, for instance, or of the other 
matters referred to, on the ground that such legislation would 
be an opening wedge to further control. 


Title I of the bill, which has been referred to the select 
committee on government reorganization, deals generally with 
the subject of reorganization; Title II, with civil service and 
classification; Title III, accounting and auditing; Title IV, De- 
partments of Welfare and Conservation and National Resources 
Planning Board. The bill abolishes the Civil Service Commis- 
sion and establishes the Civil Service Administration in the 
executive branch of the government. It abolishes the General 
Accounting Office and the offices of Comptroller General and 
Assistant Comptroller General and all functions of those offices 
are transferred to the Bureau of the Budget and the director 
of such bureau, except functions vested in the General Account- 
ing Office created by the bill. It creates a Department of Wel- 
fare and provides for a Secretary of Welfare, changes the name 
of the Department of Interior to Department of Conservation, 
and creates a National Resources Planning Board which shall 
make plans for the development and utilization of the resources 
of the nation, both natural and human. 

Provisions of the bill which appear to affect independent 
agencies, such as the Commission, follow: 


TITLE I—REORGANIZATION 
Declaration of Standard 


Section 1. The President shall from time to time investigate the 
organization of the various agencies of the government, and _ shall 
determine what changes therein are necessary to accomplish any of 
the following purposes: 

(a) To reduce expenditures to the fullest extent consistent with 
the efficient operation of the government; 

(b) To increase the efficiency of the operations of the government 
to the fullest extent practicable within the revenues; 

(c) To group, coordinate, consolidate, reorganize and segregate 
agencies and functions of the government, or any part thereof, as 
nearly as may be, according to major purposes; 

(ad) To reduce the number of such agencies by regrouping or con- 
solidating those having similar functions under a single head, and by 
abolishing such agencies or such functions, or any part thereof, as may 
not be necessary for the efficient conduct of the government; 

(e) To eliminate overlapping and duplication of effort; and 

(f) To segregate routine administrative and executive functions 
from regulatory functions. 


Power of President 


Sec. 2. (a) Whenever the President, after investigation, shall find 
and declare that any transfer, retransfer, regrouping, coordination, 
consolidation, reorganization, segregation, or abolition of the whole 
or any part of any agency, or the functions thereof, is necessary to 
accomplish any of the purposes set forth in section 1 of this title, he 
may by executive order subject to the limitations hereinafter pro- 
vided: 

(1) Transfer or retransfer the whole or any part of any agency, 
or the functions thereof, to the jurisdiction and control of any other 
agency; or 

(2) Regroup, coordinate, consolidate, reorganize, or segregate the 
whole or any part of any agency, or the functions thereof; or 

(3) Abolish the whole or any part of any agency, or the functions 
thereof; and 

(4) Prescribe the name and the functions of any agency affected 
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by any such executive order, and the title, powers, and duties of its 
executive head. 

(b) Nothing in subsection (a) shall be construed to authorize the 
President (1) to abolish any executive department or independent 
establishment, the municipal government of the District of Columbia, 
the Board of Governors of the Federal Reserve System, or the General 
Auditing Office, (2) to transfer to any other agency all of the func- 
tions of any executive department or of such municipal government, 
(3) to abolish or transfer to any other agency any of the functions 
of the Board of Governors of the Federal Reserve System or the Gen- 
eral Auditing Office, (4) to abolish any of the functions of any independ- 
ent establishment, or to transfer to any other agency any of the func- 
tions of any independent establishment except as provided in sub- 
section (c), (5) to abolish or transfer to any other agency any of 
the functions exercised by the Engineer Corps of the Army or the 
Mississippi River Commission in administering any laws relating to 
rivers and harbors or flood control, or (6) to create or establish any 
new agency to exercise any functions which are not expressly author- 
ized by law in force on the date of enactment of this act. 

(c) The President is authorized by executive order to transfer 
to an executive department any of the routine administrative and 
executive functions of any independent establishment which are com- 
mon to other agencies of the government, such as the preparation 
of estimates of appropriations, the appointment of personnel and main- 
tenance of personnel records, the procurement of material, supplies and 
equipment, the accountnig for public funds, the rental of quarters, 
and related matters. 

(d) Any executive order issued by the President under this title 
shall make provision for the transfer or other disposition of the records, 
property (including office equipment), personnel, and unexpended bal- 
ances of appropriations of the agency or agencies affected by such 
executive order: Provided, That the transfer of personnel shall be 
without change in classification or compension, except that this re- 
quirement shall not operate after the end of the fiscal year during 
which the transfer is made to prevent the adjustment of classification 
or compensation to conform to the duties to which such transferred 
personnel may be assigned. The appropriations or portions of appro- 
priations not so transferred or disposed of shall not be used for any 
purpose but shall be impounded and returned to the Treasury. 

(e) In the case of the abolition of any agency or function pur- 
suant to this title, the executive order providing for such abolition 
shall also make provision for winding up the affairs of the agency 
abolished or the affairs of the agency with respect to the function 
abolished, as the case may be. 

(f) The President is authorized to make such rules and regulations 
as may be necessary to carry out his functions under this title. 


Saving Provisions 


Sec. 3. (a) All orders, rules, regulations, permits, or other privi- 
leges made, issued, or granted by or in respect of any agency or func- 
tion transferred to any other agency under the provisions of this title, 
and in effect at the time of the transfer, shall continue in effect to 
the same extent as if such transfer had not occurred, until modified, 
superseded, or repealed. 


(b) No suit, action, or other proceeding lawfully commenced by 
or against the head of any agency or other officer of the United States, 
in his official capacity or in relation to the discharge of his official 
duties, shall abate by reason of any transfer of functions from one 
officer or agency to another under the provisions of this title, but 
the court, on motion or supplemental petition filed at any time within 
twelve months after such transfer takes effect, showing a necessity 
for a survival of such suit, action, or other proceeding to obtain a 
settlement of the questions involved, may allow the same to be main- 
tained by or against the head of the agency or other officer of the 
United States to whom the functions are transferred. 


(c) All laws relating to any agency or function transferred to any 
other agency under the provisions of this title, shall, in so far as such 
laws are not inapplicable, remain in full force and effect, and shall be 
administered by the head of the agency to which the transfer is made. 


Effective Date of Executive Order 


Sec. 4. Whenever the President issues an executive order under 
the provisions of this title, such executive order shall be submitted 
to the Congress while in session and shall not become effective until 
after the expiration of sixty calendar days after such transmission, 
unless Congress shall by law provide for an earlier effective date of 
such executive order: Provided, That if Congress shall adjourn before 
the expiration of sixty calendar days from the date of such trans- 
mission such executive order shall not become effective until after 
the expiration of sixty calendar days from the opening day of the 
next succeeding regular or special session. 


Definitions 


Sec. 5. When used in this act, unless the context otherwise re- 
quires— 

(1) The term ‘‘agency’’ means any executive department, inde- 
pendent establishment, independent agency, commission, board, bureau, 
service, office, administration, authority, division, or activity in the 
executive branch of the government, whether in the District of Colum- 
bia or elsewhere, and shall include the municipal government of the 
District of Columbia, the Botanic Garden, the Library of Congress, 
the Library Building and Grounds, and the Government Printing Office, 
and any corporation a majority of the stock of which is owned by 
the United States and of which no member of the board of directors 
is elected or appointed by private interests. 

(2) The term “independent establishment’’ includes the legislative 
courts and the United States Board of Tax Appeals, the Federal Com- 
munications Commission, the Federal Power Commission, the Federal 
Trade Commission, the Interstate Commerce Commission, the National 
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Bituminous Coal Commission, the National Labor Relations Board, the 
Securities and Exchange Commission, and the United States Maritime 
Commission. 


Under Title II, relating to civil service, the following ap- 
pears: 
Presidential Appointments 


Sec. 203. (a) Hereafter any office or position in any agency of the 
government to which an appointment is authorized to be made by the 
President alone shall be filled by appointment without term by the 
head of the executive department, independent establishment, or in- 
dependent agency in or under the jurisdiction of which such office or 
position is located, except (1) any office or position which the Presi- 
dent finds is policy-determining in character, and (2) any office or 
position of head of any bureau, division, service or other similar 
agency which is in or under the jurisdiction or control of and is 
directly responsible to the head of an executive department, inde- 


pendent establishment or independent agency. 
(b) Hereafter the President, by and with the advice and consent 


of the Senate, shall make appointments (1) to fill any vacancy in any 
office or position of head of any bureau, division, service, or other 
similar agency of the type referred to in clause (2) of subsection (a) 
of this section, and (2) to fill any vacancy in any office or position 
which the President finds is policy-determining in character. 





PROGRESS IN AERONAUTICS 

Progress in civil aeronautics in the last ten years is 
pointed out by the Bureau of Air Commerce of the Department 
of Commerce in a statement which says that, in that period, 
the number of firms engaged in the aeronautics industry has 
nearly doubled, the value of aircraft in scheduled air line opera- 
tion has increased from a little under $2,000,000 to over $15,- 
000,000; the total mileage flown by air lines has become nearly 
seven times as great; express and freight carried have increased 
from under 50,000 pounds to over 8,000,000 and the number of 
one carried has increased from over 8,000 to well over 
1,000,000. 


AIR MAIL COMPENSATION 


The Commission has decided on reargument in air mail 
docket No. 1, air mail compensation, embracing also A. M. 
docket No. 16, air-mail rates for route No. 24 and A. M. docket 
No. 18, National Parks Airways, Inc., base rate mileage, that 
it may determine and publish fair and reasonable air mail rates 
from the date of the filing the petition therefor. 

Further, the Commission has found that its order of March 
11, 1935, in Air Mail Compensation, 206 I. C. C. 675, does not 
require reduction in base rate where mileage flown equals less 
than 190 per cent of prescribed base mileages which are sub- 
stantially equivalent to one round trip daily. It has further 
changed its order of March 11, 1935, to provide that compen- 
sation payable under any rate in the scale shall not exceed 
the minimum compensation payable under the next lower rate. 

In 216 I. C. C. 166, division 3 of the Commission found that 
the Commission had the power to and should fix and publish 
fair and reasonable rates of compensation for transportation 
of air mail by airplane from the date of the filing of the peti- 
tion for determination of such rates. The Postmaster General 
opposed this finding. 

The Commission in this decision held in effect that Con- 
gress intended that the Commission should apply with respect 
to air mail compensation in making retroactive findings the 
same principle as in the railway mail pay cases in which the 
right of the Commission to make rates applicable as of the 
date of a petition for review was upheld. 

Commissioner Splawn wrote a concurring opinion in which 
Commissioner Caskie joined. He agreed with the conclusion 
reached but he said the authority to make such a finding was 
not dependent on nor analogous to the Commission’s authority 
under the railway mail pay act on which the decision of the 
majority relied. Commissioner Lee, dissenting, said that for 
the reasons stated by Commissioner Mahaffie in his dissenting 
expression in 216 I. C. C. 166, he dissented from the finding 
that the Commission had authority to give retroactive effect 
to the changes in the rates of compensation previously fixed. 
Commissioner Mahaffie, dissenting, said for the reasons stated 
in his separate expression in 216 I. C. C. 166, 191, he was 
unable to agree that the Commission had the power it asserted 
retroactively to change rates of compensation previously de- 
termined by it and paid by the Postmaster General. 





ROLLING STOCK ADDITIONS 


Class I railroads on June 1 had more new freight cars on 
order than on any corresponding date since 1924, according to 
the Association of American Railroads. 

The number on order on June 1, this year, was 45,176. On 
June 1, 1924, there were 61,256. On June 1, last year, 25,748 
cars were on order, and on the same day two years ago, there 
were 1,479. 
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New freight cars on order on June 1, this year, included 
the following: 20,420 coal cars; 20,291 box cars, including both 
plain and automobile; 1,764 refrigerator cars; 1,391 flat cars; 
800 stock cars, and 510 miscellaneous cars. 

Class I railroads had 329 new steam locomotives on order 
on June 1, this year, the largest number for any corresponding 
period since 1930, at which time there were 431 on order. On 
the same day last year 58 new steam locomotives were on order, 
while two years ago there were ten. New electric and Diesel 
locomotives on order on June 1 totaled 30. 

New freight cars installed in service in the first five months 
of 1937 totaled 27,807, the greatest number of installations in 
any corresponding period since 1930 when there were 42,122. 
Class I railroads in the first five months last year installed 
8,948 new freight cars, and in the corresponding period in 
1935, 1,294 were installed. 

New steam locomotives installed in the first five months 
this year totaled 122, compared with nine in the corresponding 
period last year and 20 in the corresponding period two years 
ago. New electric and Diesel locomotives installed in the 
same period this year totaled twleve, compared with eight in 
1936 and 55 in 1935. 

New freight cars and locomotives leased or otherwise 
acquired are not included in the above figures. 


PASSENGER TRAIN CAR 


A new means to be adopted by railroads in meeting com- 


*petition of the highway, by which actual assistance instead of 


opposition would be offered, was suggested by L. K. Sillcox, 
first vice-president of the New York Air Brake Company, in 
an address at Atlantic City before the sixteenth annual meet- 
ing of the Purchases and Stores Division of the Association of 
American Railroads. 

He declared that, instead of struggling against the family 
automobile and the highway truck, the future American rail- 
road would be ready to cooperate with them by hauling them 
on special newly designed cars. 

“The time has come,” said he, “when the traffic trend is 
definitely unfavorable to the railroads. So something must be 
done. There is a service boundary within which the railroads 
should cease their struggle with the highway and intelligently 
a tonnage to a more competent agency on a reciprocal 

asis. 

“Why not a passenger train car, a double-decker affair 
with a skeleton framing, which will load quickly with auto- 
mobiles from the station platform and transport them?” 

The prospective patron from an off-line point would drive 
his automobile to the nearest main line station offering auto- 
mobile service, surrender it for movement on the same train 
he rides, and arrive at his destination, saving time, effort, and 
expense. 

“This may be impractical, but I doubt if anyone can say 
so authoritatively without actual study,” said he. 


SANTA FE TEXAS SEMI-CENTENNIAL 


The annual observance of Santa Fe day at Silsbee, Texas, 
June 26, took on added significance this year because it marked 
the semi-centennial of the entrance of the Aitchison, Topeka 
and Santa Fe into that state. Z. G. Hopkins, special representa- 
tive, Western Railways’ Committee on Public Relations, in an 
address at the observance, spoke about rail progress in those 
fifty years. He said that, though the population of the coun- 
try had doubled in that time, the ton miles hauled annually by 
the railroads had been multiplied 7% times and that, although 
commodity prices were now 50 per cent higher than they were 
in 1887, average freight rates and ton-mile earnings were con- 
siderably lower. As indicating the advance in rail freight serv- 
ice he cited a paper, written in 1886 by J. Edgar Thomas, 
transportation expert, which attempted to prove that the 
maximum practical and economical freight train speed was 
from eight to ten miles an hour. It was not unusual at the 
present time to schedule regular freight trains at four or five 
times that speed, he said. 


MID-WEST SHIPPERS’ BOARD TO MEET 


The Mid-West Shippers’ Advisory Board will hold its sum- 
mer meeting at the Palmer House, Chicago, July 8. The princi- 
pal business will be consideration of car supply and car service 
in the coming harvest season. Representatives of railroads 
will report on the preparedness of their lines to handle the 
anticipated increase in traffic. There will be a golf outing in 
the afternoon at Olympia Fields Country Club. J. G. Borson, 
general traffic manager, Edison General Electric Appl'ance 
Company, Chicago, is chairman of the committee in charge 
of the outing. 
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What’s the Matter in the Valley? 


By Charles E. Parks 


An analysis of the transportation situation with relation to 
economic conditions in the upper Mississippi Valley since 1920 
does much to throw light on the picture. Perhaps the principal 
cause of the predicament in which the lines operating in that 
territory now finds themselves can be described as an over- 
dose of industrial optimism—a typical American trait—bolstered 
by a blind faith in trends and averages without providing for 
contingencies. 

This found expression in the former expansion policy of 
northwestern and mid-western railroads based on the theory 
that an expansion of railroad facilities would be automatically 
followed by a growth of population and the development of 
industry and agriculture. This theory held good between 1870 
and 1910, and, to a large extent, until 1920, but, since the 
latter date, the development of this territory has been arrested 
and little expansion either in population, agriculture, or indus- 
try has occurred. Since 1930 there has been a pronounced 
retrogression. 

Also since 1920, new forms of competition have arisen 
in the transportation field which have made serious inroads in 
the traffic available. This competition has been conspicuously 
active in this territory. Neither of these contingencies was 
contemplated when the roads were originally projected or as 
mileage was added from time to time. 


Traffic Density 


The traffic density of the roads in this territory is the low- 
est, taken collectively, of any group of railroads in the United 
States. However, a closer analysis indicates that the principal 
main lines of the leading carriers have a traffic density com- 
parable with those in any section of the country and are profit- 
able. Their average traffic density is brought down by the 
inclusion of much branch or secondary main line mileage with 
little traffic. Apparently, the territory is unable to support so 
much branch line mileage. This represents a drain on the 
resources of these roads that will become greater unless the 
unprofitable branch lines are abandoned or a more economical 
method of transportation is substituted. 


Rate Level 


The rate level, as expressed in the revenue a ton mile per 
annum of the lines in this territory, is not low as compared 
with the roads in other territories. In fact, with respect to 
the principal roads, it was above the average in 1935. One of 
the principal roads now in receivership has enjoyed a rate 
level above the average for the last twenty years. With few 
exceptions, the revenue a ton-mile for all the large roads in this 
territory is greater than that of the Pennsylvania, New York 
Central, or the Union Pacific. It is far greater than such pros- 
perous roads as the Chesapeake and Ohio and the Norfolk and 
Western. For this reason it cannot be said that the rate 
level along is responsible for the difficulties of these lines. 

However, the traffic density of the railroads mentioned is 
much greater than that of the lines in this territory. From 
this it would appear that their present rate level, taken in con- 
junction with their low traffic density, is a contributing cause 
and that a revenue of less than one cent a ton-mile, based on 
a traffic density of less than 1,200,000 net ton miles a mile of 
road a year, is not sufficient to keep many of them solvent 
with their present capital structure. The traffic density of the 
roads in the territory is less than 1,000,000 net ton miles and 
in some cases is less than half of this figure. 


Management 


Managerial policies and ability receive too little considera- 
tion under present conditions in the transportation field. Even 
the editor of The Traffic World is guilty of a lapse here when 
he asks, ‘“What’s the Matter in the Valley?” and then, in 
answering his question, says: “It cannot be that differences in 
the ability of managers accounts for it.” 

This difference cannot account for all of it but it is an 
important factor and should be more thoroughly investigated 
before conclusions are drawn. What else can account for the 
prosperous condition of some roads in this territory whose 
rate level is lower and whose traffic density is less than other 
roads in the same territory that have been forced into receiver- 
ship? The managerial policies of these prosperous roads, both 
with respect to operations and finances, over a period of years 
is the only answer. They kept their companies solvent in the 
face of exactly the same conditions and problems that con- 
fronted the other lines and forced them into receivership. 
This does not mean that present managements of any of 


the lines now in receivership share in the respons bility for 
the collapse of their property unless they have been in the saddle 
for a generation or more, because the results of railroad man- 
agerial policies are accumulative and usually do not show them- 
selves until several years after they have been inaugurated. 
New managements must abide by the results and are forced 
to take the blame or assume the credit for former policies. 


Population 


The population of the territory increased less in the period 
1920-1930 than in the United States as a whole. The following 
table shows the percent of this increase of the six states in this 
period: 


Per Cent Per Cent 

Increase Increase 
PRT Sixccaoeoen es aeaa ps Be | WIGGOMOE eo eck wee ewues pa hy 
pS ee re 7.4 South Dakota .......i6. 8.8 
WN fo oases au See 2.8 i) ROE Premera © F- 6.3 


As the average percentage of increase for the entire United 
States was 16.1 per cent in this period, no state in the terri- 
tory except Illinois, gained in population in comparison with the 
rest of the nation. But even this comparison is misleading, for, 
leaving out Illinois, whose gain was centered mainly in the 
Chicago territory, the gain in population of the other states was 
less than half a million. This figure is insignificant when con- 
sidering California’s gain of 2,250,000, Michigan’s gain of 
1,175,000, and Texas’ gain of 1,160,000 in the decade. 

The same population trend was noticed in the preceding 
decade of 1910-1920, though it was not so pronounced, so that, 
considering this fact alone and without considering the under- 
lying causes, it can be said that the population of these states 
will show little if any increase when the census of 1940 is 
taken, and may possibly show a decline. 


The two principal causes of this population trend are the . 


decline in the farm population and decreased industrial activity 
in the territory. In the decade 1920-1930 the farm population 
declined in all the states listed above except South Dakota 
and Nebraska, the farm population of the latter being about 
the same in 1920 and 1930. Between 1930 and 1934 this trend 
was reversed and there was a net gain in farm population 
because of depressed industrial conditions, but, with the upturn 
of business, the trend away from the farm has been resumed. 
This is being accelerated by drought conditions in the western 
part of the territory which will be reflected in an even larger 
decline by 1940. This loss will not be offset by the small in- 
crease in urban population, resulting in a stabilized, if not a 
declining population by that year. 


Agricultural Conditions 


Agriculturally, these six states are the richest in the United 
States for the production of grain and live stock, but rank 
below other sections in the production of fruits, vegetables, 
and miscellous crops. 

Prior to 1933 agricultural production had remained more 
or less stabilized since 1910. Since 1933 the drought and the 
efforts of the federal government to reduce the acreage of 
certain crops have resulted in a greatly decreased production 
of gain. Live stock, poultry, and poultry products, and dairy 
products have not been affected. 

Prior to 1929—in fact, since 1920—agriculture in this 
territory was confronted with serious problems. These were 
not problems of production but of marketing and price. 

Prior to the war, the farmers of the United States, and 
particularly those in the Upper Mississippi Valley, were not 
concerned with over-production and surpluses, as surplus crops 
found a ready market abroad. Since 1920, this situation has 
been changed entirely. Foreign demands for American agri- 
cultural products suddenly declined after that year, but the 
farmers could not reduce their crops proportionally. Conse- 
quently, surpluses began to accumulate. As a result, farm 
commodity prices began to drop and by 1933 had reached a 
point 50 per cent below the pre-war level, whereas, shortly 
after the war, they had averaged 50 per cent above. The prices 
farmers paid for their goods had dropped also, but not below 
the pre-war levels. Thus, farm commodities had only about 
one-half their pre-war purchasing power. The collapse of 
farm prices caused a heavy loss in farm valuation, as can be 
noted from the following figures showing the average value of 
farm land in this territory: 


State 1930 1925 1920 
Sa eee ae $108 $136 $187 
MIN 5 ces cameos cine 79 86 98 
REE. Sicdcos ah onaws 68 79 109 
ME aes Hearse adeveews 124 148 227 
South Dakota .....22% 55 60 87 










































































































































































































































































































































































































PAGE 1420 


In 1919 farm valuation was placed at 79 billions. This 
dropped to 58 billions in 1929 and to 38 billions in 1933. As a 
result, many farmers lost their equities in their property. 


Effect of Export Trade on Traffic 


Agricultural exports reached their high level in 1919, 
15.8 per cent of farm products being exported in that year. 
A large proportion of these exports came from the grain and 
live stock producing areas of the Upper Mississippi Valley. 
After 1919 export trade began to decline gradually until 1929, 
and then sharply. Since then the export proportion has aver- 
aged less than 7 per cent of the farm production. This has 
been particularly disastrous to the grain and live stock products 
of this territory. Until the drought and the government stepped 
in, there was no corresponding decline in the total production. 
This fact, coupled with the decline in the domestic market, 
has accounted for the agricultural depression in this region. 

With the restoration of normal moisture conditions in 
this territory, agricultural production will, no doubt, rise to 
its former level. However, if it does so, a complete industrial 
revival in the United States, unaccompanied by a similar 
revival of export demands, would not restore prosperity to 
the farmers of this region. While exports are increasing, it is 
not believed that such an export demand will materialize as to 
absorb the farm surplus of this region. However, the territory 
will continue to supply a large portion of the domestic de- 
mand for grain and live stock products under normal condi- 
tions, and a certain export volume. This is indicated by the 
fact that land values in the territory as a whole are higher 
than anywhere else in the United States, except in a few 
favored areas, such as southern California, Florida, and parts 
of Texas. 

As the railroads of this territory derive a large percentage 
of their revenue from the haul of products of agriculture, the 
effect of the inability of the farmers to market their surplus 
crops and the decline of export traffic is self evident. 


Industrial Development 


The Upper Mississippi Valley, with the exception of the 
Chicago, Milwaukee, and the Minneapolis-St. Paul industrial 
areas and a few isolated industrial communities, is on the 
fringe of the manufacturing area of the United States, which 
extends eastward from Chicago and into the South Atlantic 
states. No states in this territory showed an increase in the 
number of manufacturing establishments since 1920, in all 
cases the number being less than in 1909. However, this was 
generally the case in all states, due to the tendency to central- 
ize industry into large factories. The number of factory work- 
ers remained stationary in the period 1920-1930 in Iowa, Wis- 
consin, and South Dakota, decreased in Nebraska and Minne- 
sota, and increased in Illinois. This is accounted for by the 
mechanization of industry and the more efficient utilization 
of labor. 

From 1909 to 1919 the value of manufactured products in- 
creased sharply in all the states in this territory, in some cases 
as much as 400 per cent. In all instances the value of these 
products trebled in value in this decade. From 1919 to 1929 
there was only a small gain and the statistics for the years 
1925 to 1929 indicate that a decline had already set in. This 
situation was not due to the depression. Some states in this 
territory, notably Nebraska and Minnesota, showed an actual 
decline in the value of manufactured products in that highly 
prosperous period. From this it is apparent that the period 
of factory expansion had already ceased in all the states of 
this territory, with the exception of Illinois, before the depres- 
sion of 1929 set in. As a result, the railroads in this territory 
cannot look forward to any increased tonnage from manufac- 
tured products beyond what they enjoyed in 1929, and possibly 
not beyond the tonnage from this source for the year 1919. 


Mineral Production 


With the exception of iron ore in Minnesota, the mineral 
production of these states has shown a steady decrease since 
1919. In the period 1909 to 1919, the increase in minerals pro- 
duced (including coal) ranged from 33 per cent to 155 per 
cent. In the 1919-1929 period the minerals produced in these 
states showed a decline, with the exception of Minnesota, of 
about 18 per cent. Thus, Illinois produced about the same 
tonnage of coal as it did in 1909, Iowa produced less coal, 
while the iron ore produced in Michigan and Wisconsin was 
practically the same in 1929 and in 1909. Minnesota iron ore 
showed an increase of 30 per cent but only two roads benefited 
from this increased tonnage. The number of mines operated, 
the number of persons engaged in mining operations, and the 
value of the products have decreased considerably in the last 
decade. This has an adverse effect on the buying power and 
the general prosperity of the territory in which the mines 
are located. 
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The loss of coal traffic by the roads in this territory has 
been offset somewhat by the gain in petroleum products. 
Coal tonnage on a representative road declined 19.3 per cent 
between 1923 and 1929, and from 14.04 per cent of its total 
tonnage to 11.14 per cent. Petroleum products have shown a 
steady increase even in the period 1930 to 1934. The reduction 
of the tonnage of coal is due not only to the increased use of 
oil, gas, and electricity, but also to the changes undergone in 
the industrial use of coal due to high prices, which encourage 
the use of more efficient coal-burning apparatus. This reduces 
the amount of coal consumed. 


Competition 


The upper and central Mississippi Valley is perhaps the 
most competitive territory in the United States in a transporta- 
tion sense. Every form of transportation is found here, in- 
cluding numerous steam railroads, electric lines, barge lines, 
truck lines, and steamship lines on the Great Lakes, which 
affect the tonnage hauled inland. The country is particularly 
favorable to highway transportation because of the multiplicity 
and excellence of the paved highways. 

The effects of this competition on the revenues of the rail- 
roads is expressed in loss of traffic and in a lower level of 
rates. Both result in decreased revenues. It is impossible 
to estimate with any degree of accuracy the amount of traffic 
the railroads have lost within recent years as the result of 
traffic being diverted to other forms of transportation, but 
the loss of traffic alone is not an adequate gauge of this com- 
petition on earnings. Another is the effect on the rate struc- 
ture. The railroads have been forced to reduce their freight 
rates to meet competition. In many instances rates have been 
drastically reduced on consumer goods, a class of traffic that 
usually carries the highest rates and is subject to more intense 
competition. 

In the course of the hearings on the Pettengill Bill in 
Congress many statements were made as to the effect of the 
long-and-short-haul clause of the interstate commerce act on 
the traffic volume of the railroads in the Mississippi Valley. 
However, no authentic figures were presented showing the 
exact tonnage lost to the railroads as the result of steamship 
and barge line operations. Innumerable instances were given 
of specific loss of traffic. One traffic officer stated that he 
estimated 5,000 firms had ceased operation in the Mississippi 
Valley or moved to more favored localities because of the 
effect of this law. Others described the flow of traffic with 
respect to certain commodities or from and to designated com- 
panies. However, there is no question that this law has been 
detrimental to the traffic of the roads in the middle west and 
especially in the upper Mississippi Valley. Many industries 
have relocated in territory having access to water routes or 
established branches in the more populous consuming terri- 
tory. In many cases, markets on the Pacific or Gulf coasts 
have been lost, all of which has curtailed the amount of 
tonnage available. 

Conclusions 


As a result of this study, the following conclusions are 
drawn: 


1. The era of expansion in population, agriculture, industry, export 
trade, wholesale and retail trade, mineral and other resources of the 
territory has passed. These factors have either become static, as in 
the case of population, their development arrested, as in the case of 
agriculture, or they have reached their peak and are receding, as in 
the case of industry. 

2. The competition of other forms of transportation, of other rail- 
roads serving the same communities, and of competitive industries, 
such as power, fuel, and communications, is intense and growing. 
Geographical conditions encourage competition and deflect traffic from 
the rail lines. 

3. The physical property and facilities of the roads operating in 
the territory are deteriorating or becoming obsolete and much of it 
must soon be abandoned or replaced with more facilities and equipment. 

4. Operations in many instances are costly and uneconomical and 
the costs of many services are far in excess of the returns, represent- 
ing a drain on the profitable services. The passenger service of the 
roads is a good example. 

5. Much mileage, particularly secondary main lines and branch 
lines, is nat profitable and represents another drain on the resources of 
the companies for maintenance and the cost of the capital invested. 
These lines are under-maintained and the cost of rehabilitating them 
will be heavier as time goes on. 

6. Technological and economic changes in industry and agriculture 
are creating changes in the quality and quantity of the transportation 
required. Until two or three years ago little attempt was made by 
the roads to meet these requirements. 

In meeting these situations the companies are hindered by 
many unsatisfactory conditions, such as high labor costs, an 
unresponsive security market, a rigid rate structure, restric- 
tive governmental regulatory policy, high taxes, and govern- 
mental subsidies to competitors. But, if the railroads are to 
survive as privately operated properties, they must be met. 
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They will not be met by such artificial remedies as 
dependence on government regulation of competitors, price fix- 
ing, controlled transportation production, or appeals for public 
support to reduce taxes, prevent governmental subsidies to 
competitors, and similar plaints. 

Perhaps the two chief remedies are, first, the development 
of low cost transportation methods, and, second, a higher degree 
of originality, initiative, and energy in the field of merchandis- 
ing on the part of the managements. Consolidations, coordina- 
tion, the abandonment of unprofitable branch lines, and the 
operation of truck and bus lines and the introduction of new 
and radical operating methods would also have their effect. 





A. T. A.-N. I. T. L. TRUCK RATE COOPERATION 


Shipper-carrier cooperation in truck rate and classification 
matters was forecast June 24 after L. F. Orr, chairman of the 
highway transportation committee of the National Industrial 
Traffic League, and a number of the members of his committee 
conferred with the national rates and classification committee 
of the American Trucking Associations, Inc., at the Stevens 
Hotel, Chicago. It was announced after the conference that 
the A. T. A. committee had voted to invite the league to appoint 
a committee to work with a sub-committee of the A. T. A. 
committee cooperatively in rate and classification matters. The 
group had in mind, it was said, the manner in which a number 
of league committees work with committees of the Association 
of American Railroads, particularly since members of its joint 
demurrage rules committee were in the city preparatory to 
holding a meeting with the members of the joint committee of 
the A. A. R. on the following day. 

Robert J. McBride, chairman of the A. T. A. committee, 
said he was prepared to name the members of his subcommittee 
as soon as he received notification of the acceptance of the plan 
by the league. Mr. Orr indicated that there was no doubt 
about the league accepting the invitation. 

The A. T. A. committee was in session most of the week 
working on revisions of the national motor freight classifica- 
tion and expected to continue its sessions the following week. 
On the score of that work, Mr. McBride said he had only “prog- 
ress” to report. 


KEESHIN GOES ALONG 


Complete conformity of rates over the Keeshin Motor 
Express Company with those of the Central States Motor 
Freight Bureau will be accomplished when the five area com- 
modity tariffs now in preparation by the bureau become effec- 
tive. The conformity of rates as between the Keeshin lines 
and the other line members of the bureau will extend not only 
to the commodity rates, but to the class rates also, the intention 
of the Keeshin company being to adopt the existing bureau 
class rates tariffs as of the date of effectiveness of the com- 
modity tariffs. 

The intention of the Keeshin company to abandon its long 
fight to maintain its old schedules on bases different from 
those of the bureau tariffs was expressed in a letter sent by 
Walter Bockstahler, president of the Keeshin company, to 
Chester G. Moore, general manager of the bureau. In his 
letter Mr. Bockstahler said the Keeshin company would be- 
come a party both to the series of area commodity tariffs as 
now being compiled, and to the bureau class tariffs as at pres- 
ent existing, the latter concurrence to be effective on the date 
the new commodity tariffs become operative. 

The Keeshin concurrence in the bureau class tariffs, how- 
ever, the letter said, would be limited to two-line application 

that is to say, the Keeshin company will adopt the rates 
contained in them only on traffic moving wholly over its own 
lines or over its lines in connection with one other carrier. In 
the event, however, the letter continues, that it becomes ad- 
visable in individual cases to extend the class rate concurrence 
to hauls of more than two lines in particular cases, “such ar- 
rangements will be taken care of by subsequent supplements to 
the proper bureau tariffs.” Mr. Bockstahler’s letter also re- 
served the matter of interterritorial rates, between C. F. A. 
Territory and the east and between C. F. A. Territory and some 
western areas, for future consideration. 

When asked what rates the Keeshin company intended to 
assess on traffic routed over more than two lines, Mr. Bock- 
stahler said his company had no such rates now and didn’t 
anticipate hauling that type of traffic. Unlimited concurrence 
in the bureau tariffs, he said, would mean that the Keeshin 
company would have to accept shipments via all routings, 
some of which would undoubtedly be unprofitable and others 
wholly impracticable. 

At the offices of the bureau it was stated that the area 
commodity tariffs were ready and would be filed as soon as 
word was received from the Commission as to the waiving of 
some minor technicalities. The tariffs will be dated to become 
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applicable 45 days from the date of their filing, it was said, 
the 15 days beyond the usual period being added to afford 
operators and shippers ample notice in view of the widespread 
applications of the publications and the radical changes they 
represent from the several thousand individual issues they are 
to supersede. 


CONTRACT CARRIER CONTRACTS 


The Commission, division 5, has refused to postpone the 
effective date of its order in Ex Parte MC 12, contracts of 
contract carriers, which is July 1. The action was taken on 
a petition of the Interstate Contract Carriers Association for 
postponement. The order requires specified contracts to be 
reduced to writing. In a notice the Commission said: 


There seems to be some confusion in respect to the effective date 
of the order in this proceding and of that in Ex Parte No. MC 9, 
Filing of Contracts by Contract Carriers, because the order in the 
latter proceeding is effective July 15, 1937, whereas that in Ex Parte 
No. MC 12 is effective July 1, 1937. Some of the parties have brought 
these differences in dates to our attention, contending that one of them 
must be in error. That is not a fact. The effective dates were pur- 
posely so fixed. In the Commission's opinion, it was only logical, since 
contract carriers had been required to enter into such contracts by not 
later than July 1, 1937, that they should have a short additional period 
in which to file with us copies of those contracts. The date for such 
filing was accordingly fixed as July 15, 1937. 


QUALIFICATION OF DRIVERS 


The procedure to be followed by reason of the Commis- 
sion’s order of June 5 (see Traffic World, June 12, p. 1305), 
with respect to the qualifications of drivers of vehicles for 
common and contract carriers, is shown in a notice to motor 
carriers issued by Secretary Bartel as follows: 


By orders of the Commission, division 5, June 5, 1937, paragraph 
4 of part I, ‘‘Qualifications of Drivers,’’ of the motor carrier safety 
regulations, requiring the filing of driver identification forms has been 
abolished, and in place of this provision the Commission has ordered, 
under the provisions of section 220 (a) of the motor carrier act, 1935, 
that a report of driver information be filed with the Commission for 
each driver employed (including owner-drivers) as of July 1, 1937, 
such report to be made to the Commission on or before the 15th day 
of September, 1937. 

The effect of these orders is to require a census of drivers as 
of July 1, 1937, and relieve carriers of the requirement of continuing 
to report the employment of new drivers. 

The enclosed postal card indicating the number of drivers em- 
ployed on July 1, 1937, must be mailed to the Bureau of Motor Car- 
riers, Washington, D. C., on or before July 15, 1937. Proper forms 
for the filing of driver information will be furnished to motor car- 
riers upon receipt of this information. 


The postal card mentioned in the notice is to be sent to the 
carriers, filled out by them and returned to the Commission’s 
Bureau of Motor Carriers on or before July 15. Then the form 
to be used in giving information about drivers will be sent to 
the carriers. That form, filled out is to be sent to the Com- 
mission on or before Sept. 15. 


SURPLUS TAX AVOIDANCE 


Finance applications filed by units of the Greyhound Bus 
System disclose that in four instances the applicants are taking 
steps to avoid the corporation surtax on undistributed profits. 
Each of the applications shows that what is now being proposed 
is in accordance with a plan that has been officially before the 
Commission. The applications are MC-F 341, MC-F 344, MC-F 
345 and MC-F 346. Each of the applications, other than MC-F 
341, is an application for authority to issue stock to cover 
advances made by The Greyhound Corporation, the parent 
company. In the excepted application, Pennsylvania Grey- 
hound Lines, Inc., asks authority to issue $1,200,000 five-year 
serial equipment mortgage notes the proceeds of which are 
to be used in the acquisition of 100 new busses each of the 
estimated cost of $14,000. 


In the application for authority to issue equipment mort- 
gage notes the Pennsylvania Greyhound Lines, Inc., said that 
it did not have cash available to pay for the new busses on 
delivery. Continuing, the company said: 


Were it not for the corporation surtax on undistributed profits, 
applicant would plan on applying a substantial portion of its current 
net earnings to the purchase of busses, in which event a smaller pro- 
portion of the cost of busses would be financed and the note issue 
would mature over a shorter term. Under the circumstances, however, 
applicant considers that its net earnings should be held in liquid form, 
available for dividends. The serial maturities of the notes covered by 
this application extend over the estimated useful life of the busses, so 
that depreciation accruals can be applied to retirement of the debt. 
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The loan is, therefore, in effect self-liquidating, and the service of the 
debt will not be burdensome to applicant nor impair its financial status. 


In MC-F 345, the Pennsylvania Greyhound Lines, Inc., 
asks authority to issue 14,800 shares of common stock for the 
purpose, as it said, of “repaying advances from stockholders,” 
Further, the applicant said, in 1936 it made important additions 
and betterments to its property to accommodate increased 
traffic. Continuing, the application said: 


These outlays would normally have been financed out of net earn- 
ings. In order, however, to avoid the penalties of the corporation 
surtax on undistributed profits, applicant was obliged to pay out most 
of its net earnings in dividends. The capital expenditures above re- 
ferred to were, therefore, financed out of advances from stockholders. 
Applicant now proposed to pay off such advances by sale of additional 
stock to its stockholders pro rata. Viewed in another light, the stock- 
holders have offered to reinvest in the company a portion of the divi- 
dends they received in 1936. Such dividends were larger than they 
normally would have been, because of the corporation surtax law. 

Since the proposed transaction has the effect of converting debt 
into stock, applicant’s financial structure will be strengthened thereby, 
and its ability properly to perform service to the public as a common 
earrier will be improved and not impaired. 


In MC-F 344, the Southwestern Greyhound Lines, Inc., 
asks authority to issue 1,100 shares of class B common stock 
without par value to repay advances from the parent company; 
and in MC-F 346, the Capitol Greyhound Lines asks authority 
to issue 464 shares of capital stock to repay advances from The 
Greyhound Corporation. In these two applications the Grey- 
hound companies gave the reasons for making the applications 
in the language employed by the Pennsylvania Greyhound 
Lines, Inc., hereinbefore set forth. 

These applications said that the moves that were being 
made were for the reasons set out in MC-F 130, Greyhound 
Corporation Issuance of Preference Stock, in which the Com- 
mission authorized The Greyhound Corporation to issue $1,950,- 
900 par value 5% per cent preference stock to provide for an 
extra dividend to owners of its common stock. The reason The 
Greyhound Corporation assigned in that proceeding for not 
distributing its earnings as a cash dividend, was because of its 
undertaking to make advances to the system companies for 
additions and betterments. The Commission’s decision, made 
December 28, 1936, said that prior to June 22, 1936, the policy 
of the Greyhound system companies was to finance additions 
and betterments largely out of income. On that date the 
Commission’s report said, the revenue act of 1936 was approved. 
That act, according to the report, levies a tax ranging from 7 
to 27 per cent of the adjusted net income not distributed in 
dividends, the tax being in addition to the normal tax on net 
income of corporations. To minimize the burden of this surtax 
on the system companies The Greyhound Corporation, accord- 
ing to the report, decided to change the prior policy under 
which it financed additions and betterments largely out of 
income. Accordingly, the report said, it notified its subsidiaries 
to plan on distributing approximately 90 per cent of their net 
earnings in dividends which went to the parent company. The 
parent company notified its subsidiaries that it would under- 
take to advance funds to them on open account to the extent 
necessary to finance additions and betterments. These applica- 
tions are in accordance with the policy then adopted. 

It was estimated that if the subsidiaries did not pay extra 
dividends the surtax would amount to as much as $300,000. 

“To avoid this tax,” said the Commission’s report, “appli- 
cant proposes to obtain a dividend credit for itself through the 
proposed extra dividend, payable partly in cash and partly in 
the proposed preference stock.” 


MOTOR ACT ENFORCEMENT 
Secretary Bartel has issued the following statement: 


A criminal information consisting of 49 counts was filed 
Houston & North Texas Motor Freight Lines, Inc., in the federal 
district court at Houston, Tex., on June 11, 1937. Also, a similar 
information of the same number of counts was filed against L. R. 
Street of Houston, Tex., on the same date. The information against 
the Houston & North Texas Motor Freight Lines, Inc., alleged vio- 
lations of the motor carrier act, on the part of the carrier for grant- 
ing concessions and rebates and against the shipper L. R. Street for 
soliciting and accepting rebates and concessions. Bond for each de- 
fendant was fixed by the court at $2,500. 

A bill of complaint was filed in the federal district court at Dallas, 
Tex., against the Houston & North Texas Motor Freight Lines, Inc., 
on June 16, 1937. An order to show cause was issued in this case, 
hearing on same being set for June 21, 1937. 

On June 14, a citation was served in the criminal case, upon the 
Houston & North Texas Motor Freight Lines, Inc.; bond was given 
in the sum of 2,500; no plea has been entered and the arraignment 
date has not been set. 

On the same date, a capias was served upon defendant L. R. 
Street and the defendant taken into custody. Later, bail in the sum 


against 
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of $2,500 was given and defendant released. No plea has been entered 
in this case and the arraignment date has not as yet been set. 

The two criminal cases at Houston were filed by United States 
Attorney Douglas W. McGregor, of Houston, and Jack Garrett Scott 
and G. M. Porter, attorneys for the Bureau of Motor Carriers. 

The injunction suit at Dallas was filed by Clyde O. Eastus, United 
States attorney of Dallas, and Jack Garrett Scott and G. M. Porter, 
attorneys for the Bureau of Motor Carriers. 


The Commission has been advised that Judge Knight, of 
the federal court at Buffalo, N. Y., has fined David Anderson of 
Falconer, N. Y., $10,200 for violation of motor carrier act on 
fifty-one counts. Anderson pleaded guilty, according to the 
advice, to each charge, ten accusing him of handling shipments 
at less than his published rates and forty-one for failure to 
assess special handling charges. Anderson has paid $200 of 
that fine and has been placed on probation for one year as 
to the remainder. 





ADVANCE TRANSPORTATION CO. EARNINGS 


Figures as to the earnings and profits of the Advance Trans- 
portation Company and the proportions accruing from freight 
haulage and other operations were incorrectly quoted in the 
report of the hearing in I. and S. M-116, Traffic World, June 
12, page 1305, according to F. A. Crow, Sr., president and treas- 
urer of the company. The company operates from Chicago 
eastward to Buffalo and hauled approximately 450,000,000 
pounds of freight in a 45-months’ period for gross earnings of 
$1,500,000. 

“Transportation is our business,” said Mr. Crow, ‘there- 
fore, it is ridiculous to assume that we are selling something 
else. In the matter of leased equipment where we provide 
purchasing power for gasoline, supplies, repairs, etc., it is a 
natural sequence that we, in the disbursement of our gross 
earnings may have accrued to us a profit on all discount pur- 
chases as well as on turnover of products, but for the year 
of 1936 those particular items were less than one-tenth of our 
income from freight haulage itself. . . . During the first four 
months of 1937 the corporation made a profit of approximately 
$8,000 out of $100,000 haulage income.” 

Mr. Crow also denied that F. O. Sedgwick, general traffic 
manager of his company, said that any of the rates in the 
suspended tariff had been carried over from N. R. A. days and 
that they were not expected to carry traffic. 


ILLINOIS TRUCK WEIGHT LAW UPHELD 


A three-judge federal court at Chicago, June 19, upheld 
the right of the state of Illinois to limit by statute the weight 
of trucks on its roads. The court did this by refusing to make 
permanent a temporary injunction against the weight limiting 
statute, granted in December, 1936 (see Traffic World, Dec. 26, 
1936, p. 1255), and indicating that it would dissolve the tem- 
porary injunction by order. Though the injunction stayed the 
operation of the law only as affecting eleven operator members 
of the Illinois-Minnesota Truckers’ Conference, in whose behalf 
the proceedings were brought by Franklin R. Overmeyer 
and James C. Leaton, no attempt was made by state highway 
officers to enforce the law while it was effective. The law 
limits the weight of loaded vehicles on the Illinois highways 
to 40,000 pounds and the weight on any one axle to 16,000 
pounds. 

In refusing permanently to enjoin the law, Judge John P. 
Barnes, who wrote the opinion, said the position of the peti- 
tioners that state laws in the matter of weight limitations were 
superseded by the federal motor carrier act, was not sound. 
That act, he said, did not deprive the states of police powers 
over their own roads. Limitation of weight, he added, fell in 
the domain of police power when, in the opinion of legislators, 
it was necessary for the protection of public pavements and 
safety on the highways. On the first point, the opinion said 
that evidence entered by the state showed that roads carrying 
excessively heavy truck traffic disintegrated rapidly; on the 
second point, the opinion cited evidence to the effect that the 
slowing down of traffic caused by heavy vehicles increased the 
accident hazards on the highways. 





AUTOMOTIVE RAIL FREIGHT 


Rail shipments of automobiles, parts, tires, and materials, 
together with road building materials, produced freight earn- 
ings of $450,732,000 in 1936, according to figures used by J. S. 
Marvin of the Automobile Manufacturers’ Association at a 
meeting of traffic managers of member companies at Detroit 
June 24. His figures were based on commodity reports of the 
Commission which showed the 1936 shipments to have included 
1,171,000 carloads of automotive gasoline; 726,154 carloads of 
motor vehicles, parts and tires; 336,400 carloads of cement for 
road building and bridges; 563,800 carloads of gravel, sand and 
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stone for roadbuilding; 256,000 carloads of steel for the fac- 
tories, and 542,020 carloads of oil, lumber and other supplies, 
a total of 3,595,374 carloads. Automotive freight revenue was 
30.3 per cent of the revenue carloads classified as manufactures 
and miscellaneous, and 13.8 per cent of all revenue carload 
freight handled by the railroads in 1936. 

Matters discussed at the meeting included improved 
methods of loading and handling automobiles over highways 
and in freight cars, and the effect on the automotive industry 
of the Supreme Court decision in the terminal allowance case. 





TRUCK FREIGHT LOADING 


Truck loadings of revenue freight in May, based on reports 
from 143 carriers in 32 states and the District of Columbia, 
totaled 510,707 tons—an increase of 17.95 per cent compared 
with reports for May last year, according to the American 
Trucking Associations, Inc. Compared with reports for April 
this year the May loading represented a decrease of 3.21 per 
cent. The revised tonnage figure for April was stated as 
527,667. 





LICENSES FOR MOTOR OPERATORS 


A bill, S. 589, prohibiting the operation of motor vehicles 
in interstate commerce by unlicensed operators, has been 
favorably revorted to the Senate by the Senate interstate 
commerce committee. The bill provides that no person, except 
operators of vehicles in the service of the military establishments 
of the United States, shall operate any motor vehicle in inter- 
state commerce unless such person has in his immediate pos- 
session a valid license, issued under the laws of a state con- 
forming to requirements set forth in the bill, permitting him 
to operate such vehicle in the state in which the license was 
issued. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

MC 21471, Bruce Transfer and Storage Co., common car- 
rier application, as of June 10; MC 86376, Frank Mate, con- 
tract carrier application, as of June 11. 


SANTA FE WINS ARIZONA CASE 


Holding that public convenience and necessity require the 
inauguration of coordinated rail and bus service, the Arizona 
Corporation Commission has granted the application of the 
Central Arizona Transportation Lines, Inc., a subsidiary of 
the Atchison, Topeka and Santa Fe Railway Company, to in- 
stitute such service between Phoenix and Wickenburg. 


NEW ENGLAND MOTOR FREIGHT BUREAU 


The motor Truck Rate Bureau of Massachusetts has be- 
come the New England Motor Rate Bureau, Inc., under new 
articles of incorporation intended to place the activities of the 
organization on an all-New England basis. There has been no 
change in the officers or personnel. The articles of incorpora- 
tion of the new corporation state the functions of the bureau 
to be to coordinate activities of motor freight bureaus and indi- 
vidiuals in matters of rates and classifications; to study the 
problems of the motor truck industry generally and to issue 
advice as to their solution; to study laws and regulations, both 
interstate and state, and “to advise and recommend appropriate 
changes therein to the various state legislatures and the Con- 
gress of the United States”; to promote law observance in the 
industry; to act for members in proceedings before commis- 
sions; to compile and publish tariffs, and to accept service on 
behalf of its members in cases before the Commission. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 2273, application of Ada F. Knight, West Warwick, 
R. L., dba A. W. Knight & Son. 

MC F-254, Consolidated Bus Lines, Inc., purchase, Chero- 
kee Motor Coach Co. 

I. & S. M-56, rates over Riteway Motor Service; MC 50358, 
William John Kane, common carrier application. 

MC 2343, application of James J. Raftus, dba Darlington 
Express, Pawtucket, R. I.; MC 19427, application of John 
Bresnahan, Haverhill, Mass.; MC 30772, application of Atlantic 
States Motor Lines, Inc., High Point, N. C.; MC 41617, applica- 
tion of Warren P. Curtis, Hoxsie, R. I. 
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LAKE SERVICE TO CHICAGO 
The Traffic World Washington Bureau 


The Commission June 25 issued to the Great Lakes Transit 
Corporation and its railroad connections sixth section permis- 
sion No. 161910, to restore their rates to, from and via Chicago, 
on ten days’ notice, the ten days to run from the date of the 
filing of tariffs. The service is to be handled only over the Belt 
Railway dock in South Chicago. 

As understood by the Commission men handling the matter, 
the rates are to be those that were effective prior to the dis- 
continuance notice of April 6. The date of the restoration of 
the rates will depend on the celerity with which the tariff pub- 
lishing agents file the necessary schedules. 


SHIP BIDS REJECTED 


The Traffic World Washington Bureau 


The Maritime Commission June 21 rejected all bids for 
the charter for one year of the government-owned steamship 
lines. Under the merchant marine act operation of these lines 
under existing managing agency agreements must be terminated 
by June 29. Officials indicated arrangements would be made 
for continuation of operation of lines, though not under the 
managing agency agreements. Under the act the commission 
may operate the lines, pending charter or sale. 

The bids for charter of the government’s shipping lines, it 
was stated at the Commission’s offices, were not satisfactory 
from the standpoint of the money offered (see Traffic World, 
June 19, p. 1360). Further, it was stated, the Commission 
desired to retain control over the government lines for the next 
six months while it formulated policies for trade routes and 
permanent subsidy arrangements. Notices of rejection of bids 
were sent to the following: 


Cosmopolitan Shipping Co., Inc., of New York City, which bid on 
the America France Line. This company is the present managing 
agent of the line. 

Cc. H. Sprague & Son, Inc., of Boston; Boston-South American 
Lines of Boston; America’s Line of New York City, and the Export 
Steamship Corporation, New York City, which bid on the American 
Republics Line. C. H. Sprague & Son, Inc., is the present managing 
agent of this line. 

Southgate-Nelson Corporation of Norfolk, Va., which bid on the 
American Hampton Roads Line-Yankee Line, and Oriole Lines. This 
company is the present managing agent of this line. 

Roosevelt Steamship Corporation of New York City, John E. 
Brennan of Los Angeles, Calif., who bid on the American Pioneer 
Line. The Roosevelt Steamship Corporation is the present managing 
agent of this line. 


RAIL-WATER RATES ARGUMENT 


The Traffic World Washington Bureau 


Jointly seven members of the Commission and three mem- 
bers of the Maritime Commission, June 22, heard arguments on 
proposed increased joint rail-water and water proportional 
coastwise rates applying between the Atlantic seaboard and 
Gulf ports. The members of the Maritime Commission who 
sat with the seven interstate commerce commissioners were 
Commissioners Woodward, Moran and Wiley. Interstate com- 
merce commissioners who did not sit in the joint arguments 
were Commissioners Meyer, Aitchison, Eastman and Porter. 
They were otherwise engaged. 

The matters set down for joint argument were Maritime 
Commission Docket No. 438, commodity rates between Atlantic 
ports and Gulf ports; Interstate Commerce Commission pro- 
ceedings I. and S. No. 4348, grain products, Gulf ports to 
Atlantic seaboard; I. and S. No. 4349, motor fuel anti-knock 
compounds to the southwest; I. and S. No. 4351, wool, Gulf 
ports to eastern seaboard; I. and S. No. 4352, cork and felt 
products, eastern points to Gulf ports; I. and S. No. 4353, wall- 
board between Gulf ports and Atlantic seaboard; I. and S. No. 
4354, bone meal, Gulf ports to Atlantic seaboard; I. and S. No. 
4355, lard substitutes, Gulf ports to Atlantic seaboard; I. and 
S. No. 4356, cotton, Gulf ports to eastern seaboard, and I. and S. 
No. 4357, paper, Gulf ports to eastern seaboard. The effective 
date in the tariffs under suspension is July 22. The Maritime 
Commission has no power to suspend tariffs. It merely fails 
to give approval under section 18 of the shipping act and the 
effect is the same as a suspension without however a definite 
time for the suspension to end. 

The rates under consideration in the joint arguments are 
joint rail-water rates and port-to-port rates used as propor- 
tionals. A large percentage of the rates proposed in the pro- 
ceeding were allowed to become effective May 1. It was esti- 
mated that 1,300 items were covered by the tariffs involved. A 
joint hearing was held by I. C. C. Examiner Mattingly and 
Maritime Commission Examiner Furniss. 

Seatrain Lines, Inc., one of the respondents, announced, 
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through Parker McCollester, that it was not in need of addi- 
tional revenue but that on account of its policy of cooperating 
with other coastwise steamship lines in the publication of like 
rates it participated in the rates in the tariffs under suspension 
and supported the application of the other coastwise lines. Mr. 
McCollester said that Seatrain Lines, Inc., did not need the 
additional revenue that would result from the proposed rates. 
He said the line made more than $400,000 last year, after taxes 
and fixed charges. 

Allotments of time for discussion of the question were 
made to R. E. Quirk, G. H. Muckley and F. W. Gwathmey for 
the respondents; Parker McCollester, for the respondent in I. 
and S. No. 4349; F. A. Leffingwell, the Texas Industrial Traffic 
League, and others; C. B. Bee, the Oklahoma Corporation Com- 
mission; R. D. Chase, Boston Wool Trade Association; E. R. 
Collins, Charles Ilfeld Co., and T. L. Philips, Celotex Corpora- 
tion, protestants in I. and S. No. 4353; L. D. Smith, for con- 
solidated chemical industries; L. F. Daspit, and V. T. Zwinak, 
protestants in I. and S. No. 4357. 

In defense of the proposal of the coastwise lines, Mr. 
Quirk said that the respondents as a whole, exclusive of Sea- 
train Lines, suffered large deficits in 1933, 1934 and 1935. 
They had an income, he said, in 1936, of $102,000. In part of 
1935 and all of 1936, he said, these coastwise lines had sur- 
charges resulting in a revenue of $653,000. He said that in a 
nutshell, the case was that these lines had insufficient revenue 
and that since 1933 there had been a constant increase in 
expenses. He said that the increases proposed would average 
about 9 cents a 100 pounds and bring in an estimated revenue 
of about $400,000. 

Messrs. Leffingwell and Bee devoted themselves to a dis- 
cussion of the rates on grain and grain products from the 
southwest to Atlantic seaboard territory. Mr. Leffingwell said 
that the result of a proposed increase of 4 cents would be the 
loss of traffic to the water-rail routes. He said the proposed 
rates would violate sections 1, 3 and 6 of the interstate com- 
merce act. Mr. Bee devoted himself in particular to the transit 
rules proposed to be made by the steamship lines under which 
on certain of the traffic they would apply the rate on flour 
from the milling point and not from the point of origin of the 
wheat, although under the railroad tariffs that wheat was 
entitled to transit at the milling point. 

Mr. Chase said that if the increase on wool had been held 
to 3 or 5 cents the shippers would not have objected but he said, 
they did object to an 18-cent increase. Mr. Chase said that if 
the heavy increases were permitted to become operative, wool 
shippers would look into the chartering of vessels instead of 
using the regular line ships. He said that the carriers had not 
justified their proposals. 

The position of the Celotex Corporation, as stated by Mr. 
Philips, was that the respondents had wholly failed to justify 
the proposed increases in rates on wallboard and scrap or waste 
paper either as parts of a revenue case or as resulting in rea- 
sonable commodity rates. 

Rates increased as proposed, Mr. Smith said, would be 
unreasonable. He spoke for chemical industries in eastern 
Texas shipping bone meal, bone black and ground bone. 

Arguing in opposition to the proposal to hoist the rates, 
Mr. Daspit commented on data showing, as he claimed, that 
as rates were reduced the volume of movement was increased. 
He thought the rates, if increased, would divert a considerable 
quantity of tonnage to the all-rail routes. 

Mr. Zwinak disputed the contention of the respondents that 
the increases would not affect the volume of the movement 
by water. He called attention to instances in which the all- 
rail rates to specified destinations would be only from 1% to 
4 cents over the proposed rail and water rates. Such a spread, 
he suggested, would not be wide enough to attract traffic to 
the rail-water routes. 

In rebuttal Mr. Quirk said that the wallboard rate was one 
of the lowest in the entire list. He said he could not see how 
anyone could say that traffic would not move at the proposed 
rates. Answering a question by Commissioner Woodward, Mr. 
Quirk estimated that the rates as increased would yield 
$400,000 of additional revenue. 

Mr. Muckley, treating specific commodities, cited combina- 
tions to show that the increases sought were not unreasonable 
by comparison with existing rates. Commenting on Mr. McCol- 
lester’s statement, which was to the effect that Seatrain Lines, 
Inc., did not need the increase in revenue, Mr. Muckley ex- 
pressed the opinion that Seatrain Lines were just as anxious 
for the increases as the other water lines. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Maritime Commission on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 

Agreements Approved 
4153-1 between United States Line Company and Dollar Steamship 
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Lines, Inc., Ltd., modifying agreement 4153 to provide for the addition 
of the port of Honolulu, T. H., as a port of destination. Agreement 
4153 provides for the transportation of cargo under through bills of 
lading from Manchester, Liverpool, Southampton, and Belfast to United 
States Pacific Coast ports, with transhipment at New York. 

4754-1 between United States Lines Company (American Merchant 
Lines) and Dollar Steamship Lines, Inc., Ltd., modifying agreement 
4754 to provide for the addition of the port of Honolulu, T. H., as a 
port of destination. Agreement 4754 provides for the transportation of 
cargo (excluding specie, bullion, bonds, and platinum) under through 
bills of lading from London, England, to United States Pacific Coast 
ports, with transhipment at New York. 

4878-1 between Anchor Line, Ltd., and Dollar Steamship Lines, 
Inc., Ltd., modifying agreement 4878 to provide for the addition of the 
port of Honolulu, T. H., as a port of destination. Agreement 4878 
provides for the transportation of cargo under through bills of lading 
from United Kingdom ports to Los Angeles and San Francisco, with 
transhipment at New York. 

5103-1 between Cunard White Star, Ltd., and Dollar Steamship 
Lines, Inc., Ltd., modifying agreement 5103 to provide for the addition 
of Honolulu, T. H., as a port of destination. Agreement 5103 provides 
for the transportation of cargo under through bills of lading from 
United Kingdom ports to United States Pacific Coast ports, with tran- 
shipment at New York. 

5722-1 between Wisconsin & Michigan Steamship Company and 
Great Lakes Transit Corporation, modifying paragraph 5 of agreement 
3722 to provide that the term ‘‘automobile’’ as referred to therein shall 
include camp trailers and freight trailers. Agreement 5722 provides 
for a cooperative working arrangement for the transportation of auto- 
mobiles between Detroit and westbank Lake Michigan ports. 

5772 between Mississippi Shipping Company, Inc. (Delta Line), and 
Coast Transportation Company, Inc., providing for the transportation 
of canned meats under through bills of lading from Montevideo, Uru- 
guay, and Buenos Aires, Argentina, to Mobile, Ala., and Pensacola, 
Fla., with transhipment at New Orleans. 

5785 between Pacific Coast Direct Line, Inc., and Richmond Navi- 
gation & Improvement Co. providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast ports 
to San Francisco, Alameda, Oakland, and Richmond, Calif., with tran- 
shipment at any one of the California points named. 

786 between Richmond Navigation & Improvement Co. and Weyer- 
haeuser Steamship Company providing for the transportation of cargo 
under through bills of lading from San Francisco, Alameda, Oakland, 
and Richmond, Calif., to United States Atlantic Coast ports, with tran- 
shipment at any one of the California points named. 

5854 between Booth Steamship Company, Ltd., and Luckenbach 
Steamship Company, Inc., providing for the transportation of starch 
under through bills of lading from Ceara, Brazil, to United States 
Pacific Coast ports, with transhipment at New York. 


Agreements Cancelled 


1747 between New Orleans, Houston & Corpus Christi Steamship 
Co., Inc., and Coast Transportation Co., Inc., providing for the trans- 
portation of cargo under through bills of lading between Texas and 
Louisiana ports and Alabama and Florida ports, with transhipment 
at New Orleans. 

3520 between Luckenbach Steamship Company, Inc., and McCor- 
mick Steamship Company providing for the transportation of cargo 
under through bills of lading between United States Atlantic ports 
and San Diego, with transhipment at Los Angeles Harbor. 

3569 between Luckenbach Steamship Company, Inc., and Pacific 
Steamship Lines, Ltd., providing for the transportation of cargo under 
through bills of lading between United States Atlantic ports and San 
Diego, with transhipment at Los Angeles Harbor. 

3915 between Shepard Steamship Company and The California 
Transportation Company, Sacramento Navigation Company, and Fay 
Transporiation Company providing for the transportation of cargo 
under through bills of lading between United States Atlantic Coast 
ports and Sacramento and Stockton, with transhipment at San Fran- 
cisco. 


5278 between Pacific Coast Direct Lines, Inc., and Richmond Navi- 
gation & Improvement Co., which has been superseded by 5785. 

3193 between Sudden & Christenson and Nelson Steamship Com- 
pany (Sidney M. Hauptman, trustee) providing for the transportation 
of cargo under through bills of lading from United States Atlantic 
Coast ports to United States Pacific Coast ports, with transhipment at 
San Francisco. 

3788 between Nelson Steamship Company (Sidney M. Hauptman, 
trustee) and Sudden & Christenson providing for the transportation of 
cargo under through bills of lading between Los Angeles Harbor and 
Aberdeen and Raymond, Wash., with transhipment at San Francisco. 

4841 between Nelson Steamship Company (Sidney M. Hauptman, 
trustee) and Sudden & Christenson providing for the transportation of 
cargo under through bills of lading between United States Atlantic 


Coast ports and Aberdeen and Hoquiam, Wash., with transhipment at 
San Francisco. 


DOCKAGE CHARGES AT BOSTON 


The Maritime Commission will hold an informal .hearing 
at Boston, Mass., at 10:00 a. m. (E. D. T.) on July 1, in Court 
Room No. 4, Post Office Building, for the purpose of develop- 
ing facts relating to dockage charges proposed to be assessed 
by Piers Operating Company, lessee of the Maritime Commis- 
sion’s terminal at the army base, Boston. 

The hearing is being held by the commission pursuant to its 
administrative control under the terms of its lease with Piers 
Operating Company and will be under the direction of its opera- 
tions division. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





(District Court, S. D. New York.) Ship owners must use 
due care to ascertain characteristics of goods offered for ship- 
a and in handling them. (The Niel Maersk, 18 Fed. Supp. 
824.) 

Exception in contract of carriage relieving ocean carrier 
from liability for “heating and sweating” of fish meal would 
not excuse carrier from liability if “heating and sweating” re- 
sulted from carrier’s negligent stowage and failure to provide 
proper ventilation.—Ibid. 

Evidence that fish meal was stowed in shelter decks 
equipped with “rice” ventilators but with little space for air 
circulation between bags and sides of ship or bulkheads, and 
with only 8 to 20-inch space above bags, that hatches were 
closed at night and during day when weather conditions did 
not require them to be closed, that coconut oil was heated to 
110 degrees underneath meal for one week, during which 
hatches were closed, and that overheating of meal caused 
damage thereto, held to show negligence, authorizing recovery 
by holders of bills of lading.—Ibid. 


SHIPPING AND LABOR 


“Stuffing-the-ballot-box” tactics are indicated in develop- 
ments in connection with preparations by the National Labor 
Relations Board for the holding of elections to determine rep- 
resentation of seamen on petition of the International Sea- 
men’s Union, according to the board, which says: 


The National Labor Relations Board is now preparing for hearings 
on petition for election filed by the International Seamen’s Union in 
some eighty-eight lines and is prepared after hearing to act with 
unusual promptness in the matter of any elections which shall be 
ordered as result of such hearings. It has been called to the board’s 
attention that on certain lines and notably on the Eastern Steamship 
line where International Seamen’s Union has filed a petition for an 
election tactics are being pursued which in any other industry would 
constitute an effort to stuff the ballot box. 

The board has instructed Mrs. Elinore M. Herrick, its regional 
director in New York, officially to request every steamship company 
to advise her of any instances with specific names and dates and times 
at which either of the rival unions compels the line to discharge mem- 
bers of a crew which have been properly signed up for the particular 
voyage by demanding that those members of the crew who belong 
to the rival union be discharged and replaced by others. At the time 
of election votes of the persons who have replaced members of a 
crew thus forced off the boats will be challenged by the government 
and if need be hearings held to determine all the circumstances un- 
der which such crew replacements were made and to determine 
whether the members of the crew as originally signed up are not right- 
fully entitled to vote. The board has also asked its regional director 
to serve notice upon all the shipping lines involved in these elections 
that they will recruit their crews in the normal and customary way 
and will so far as possible employ the same crews that were employed 
on the last sailing of the boat and will follow their usual procedure 
in recruiting crews for any vessels. 


OCEAN MAIL PLANS DISCUSSED 


The Traffic World Washington Bureau 


A group of American steamship officials in Washington to 
arrange final details of the adjustment of their ocean mail 
contracts with the Maritime Commission, were guests June 19 
of Joseph P. Kennedy, chairman, at a buffet luncheon served in 
the Department of Commerce building. 

Problems confronting both the steamship lines and the 
commission in the adjustment of these contracts, which the 
merchant marine act terminates on June 30, and in the sub- 
stitution of the new operating subsidies provided in the act, 
as well as tentative plans for the new merchant marine con- 
struction program, were discussed informally by members of 
the commission and the steamship officials. Mr. Kennedy said 
that much progress has been made in the negotiations between 
the commission and the steamship lines on these matters and 
that a statement by the commission with respect to the adjust- 
ment of the contracts would be forthcoming prior to the end 
of the month. 

Those attending the conference and the lines represented 
were: 

New York and Cuba Mail Steamship Co., Vincent K. Hull, 
president. Colombian Steamship Company, Inc., C. H. C. Pear- 
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sall, president; Victor E. Fegley, secretary and treasurer. 
American South African Line, Inc., J. A. Farrell, Jr., president; 
Admiral L. C. Palmer, vice president and treasurer; John 
Farrell, director. American Diamond Lines, Inc., A. C. Valen- 
tine, secretary and treasurer. American Scantic Line, Inc., 
Robert C. Lee, vice president; Henry P. Molloy, secretary; 
Admiral H. I. Cone, chairman of the board; E. J. McCormack, 
treasurer. United States Lines, Inc., John M. Franklin, presi- 
dent; Raymond M. Hicks, treasurer; Cletus Keating, attorney. 
Atlantic & Caribbean Steam Navigation Co., John Dallett, 
treasurer and Ira L. Ewers, attorney. Baltimore Mail Steam- 
ship Company, Inc., Donald Symington, president; Stewart S. 
Janney, attorney; G. F. Ravenal, vice president, Roosevelt Steam- 
ship Co., Inc. (managing operators for Baltimore Mail); William 
A. Grimes, secretary. Eastern Steamship Lines, Inc., Arthur J. 
Santry, attorney; Lykes Bros.-Ripley Steamship Co., Inc., James 
M. Lykes, president and treasurer; R. E. Tipton, executive vice 
president and secretary. Mississippi Shipping Co., Inc., N. O. 
Pedrick, vice president; Pacific Argentine Brazil Line, James 
Lunny, vice president. South Atlantic Steamship Co. of Dela- 
ware, W. I. Denning, attorney; R. D. Sullivan, vice president. 
Grace Steamship Co., Joseph P. Grace; Daulton Mann, vice 
president. Oceanic Steamship Co., Herman P. Phleger, Fred 
J. Gauntlett. 

Contracts providing for payment of subsidies to operators 
of American flag steamship lines under the merchant marine 
act, 1936, beginning July 1, have been negotiated by the 
Maritime Commission. Details of the contracts have not yet 
been made public, the understanding being that when the com- 
mission has signed contracts with all operators an announce- 
ment will be made by it. The contracts are said to be tem- 
porary in nature, the commission hoping to work out permanent 
contracts in the next six months. 


NEW ORLEANS PORT DECLINE 


“Man failure” is responsible for the “deplorable condition” 
of New Orleans’ port business, which is not keeping pace with 
competing Gulf ports but stood in 1936 at a lower net cargo 
tonnage basis than in 1925, according to a statement submitted 
by William C. Ermon, traffic expert, to Mayor Robert S. 
Maestri. In his statement of comparative statistics, Mr. Ermon 
applies a correction to gross port tonnage to offset the multiple 
inclusion (as he states) of cargo movement of the barge lines. 
If gross figures are used, Mr. Ermon says, there appears to be 
a slight gain in 1936 over 1925. His statement of port tonnages 
in the Gulf follows: 


Comparative Statement of Tonnage (in Short Tons), 1935 Versus 1936, 

With Figures for 1925 at Gulfport, Mobile and West to and Including 

Houston and Galveston, and Galveston Bay Bar Versus Mississippi 
River Bars 





Gain 

1925 1935 1936 1936 over 1935 
NS ine a uae ee 2,901,794 3,556,198 3,955,186 398,988 
EL: s circa cn ebires 603,722 211,779 245,349 34,170 
(Gr. ....14,260,695 12,918,623 14,331,737 1,413,114 
New Orleans { Int. .. 2,071,898 2,405,233 3,147,504 742,271 
LNet ....12,188,797 10,513,390 11,184,233 670,843 
Lake Charles ......... 77,067 2,101,793 2,866,286 756,493 
Poet AvGher . 2.2 .csec 8,766,518 15,100,089 17,968,756 2,868,667 
Orange, Texas ....... 729,543 26,137 47,862 21,725 
EE ore 5,239, 766 15,573,283 18,071,751 2,478,464 
GRIVOMIONE 0.56 cicicdeowis 6,203,835 2,583,565 3,614,626 1,031,061 
A MO a wg epiitiniors 4,475,249 4,828,906 5,664,767 836,861 
ag etre Pie 9,732,731 19,774,071 23,800,415 4,026,344 
po ee 2,443,040 1,250,991 2,247,674 996,683 
}. | ae 7,289,691 18,523,080 21,552,741 3,029,661 
Galveston Bar ........ 16,268,798 24,824,809 28,651,994 3,791,085 
S. Pass & SW Pass ...18,016,052 13,571,713 14,964,653 1,122,940 
11,253,096 13,687,341 2,668,145 

Tonnage at the Mississippi River Passes—1915 ................ 6,536,132 

Tonnage at the Galveston Bay Bar—1915 ................0008. 3,716,753 


From the above first thing shown as a fact is the fallacy of using 
gross figures where in some instances the same tonnage is counted four 
times. 

At New Orleans, for instance, it is possible to include in the ‘‘in- 
ternal figures’’ cargo that reached New Orleans by barge, then trans- 
ferred to Gretna by barge, then back to shipside by barge, thus three 
times included as ‘‘internal,’’—then out to sea counted again, of course 
all in the gross. When it is a fact that the only sea going tonnage 
handled was one-fourth or the trip from the wharves over the bar. 


COTTON BAGS FOR SHIPPING SUGAR 


Cotton bags designed by the Bureau of Agricultural Eco- 
nomics, U. S. Department of Agriculture, in cooperation with 
the North Carolina State College of Agriculture, are being 
tested as shipping containers for raw sugar from Cuba. The 
tests are part of a general program of the department to find 
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new and more extensive uses for cotton, says the department, 
adding: 


The greater durability of cotton bags over the jute bags, commonly 
used, has been demonstrated by comparative drop tests. The cotton 
bags stood more than 20 times as many drops as the standard jute 
bag. The bags were dropped 40 inches. 

Five hundred cotton bags and a similar number of standard jute 
bags are being used in making the shipping tests. After each test 
the bags are repaired and returned to Cuba for re-use. Bags in the 
first shipment came as far as New Orleans in good condition. But 
the cotton bags—and to a lesser extent the jute bags—were damaged 
considerably when stevedores used hooks in unloading at New Orleans 
and in handling between New Orleans and the refinery in another 
part of the state. No damage was done in Cuba where the bags were 
moved entirely by hand. It is believed that straps on the botton of 
the bag would prevent the need for hooks. 

The present cost of the cotton bag is about three times that of 
the standard jute bag, but this disparity may be overcome with a 
cotton bag that can be used six or more times. 


MARITIME STRIKE 


The Traffic World New York Bureau 


An agreement was reached this week between officials of 
80 large shipping companies and maritime unions to end the 
chaotic condition along the waterfront, by the holding of a 
National Labor Relations Board election to decide on a collec- 
tive bargaining agent for some 75,000 seamen. 

The election will settle the controversy as to who shall 
represent the seamen in the collective bargaining agreements— 
the National Maritime Union, the C. I. O. affiliate, or the Inter- 
national Seamen’s Union, an A. F. of L. affiliate. It will affect 
the seamen of nearly all ships plying the eastern coast and 
the Gulf ports. 

On the same day a truce in the sit-down strike that tied 
up seven ships of the Eastern Steamship Line was announced 
by officials of the company and the representatives of the 
unions. Under the terms of this true the men were to end their 
sit-down strike and this resulted in the men going back into 
service. The N. M. U. and the I. S. U. factions responsible for 
the tie-up agreed to halt further action pending the result of 
the coming election. 

At first the N. M. U. opposed the general election but 
afterwards withdrew its objections. With all parties thus 
agreed the need for further hearings or appealing to the Na- 
tional Labor Board at Washington was removed. 

Robert M. Gates, trial examiner for the New York regional 
office of the National Labor Relations Board, who presided at 
the hearing Monday, forwarded his findings and recommenda- 
tions to Washington. The only question left open for decision 
was whether junior engineers should be eligible to vote with 
the unlicensed personnel. 

As the result of this general election the shipping officials 
hope to settle once for all the controversy between the two 
rival unions, which has cost shipping companies millions of 
dollars. 

In the meantime the strike of shipyard workers which has 
closed 17 shipbuilding and ship repair yards in Brooklyn, Staten 
Island and Hoboken, N. J., was forcing many passenger and 
freight ships and oil tankers to go to other ports for their 
repair work. All these yards are losing hundreds of thousands 
of dollars worth of business in ship contracts and repair work. 
One yard in Brooklyn is said to have lost a $200,000 repair 
contract as a result of the tie-up. Added to this loss of busi- 
ness, it is reported that a number of American-flag ships now 
in foreign ports will have to get their repairs done abroad. Not 
only will this cause the loss of business to local yards but 
shipping companies having their repair work done abroad will 
have to pay 50 per cent tax on such repair work. It is said 
that two vessels unable to get repairs done at local yards here 
sailed for other ports to have the work done. 





PLANNING AND GREAT LAKES 


Apprehensive that the corps of army engineers would be 
taken “out of the picture” with respect to improvement of 
channels and harbors of the Great Lakes, under S. 2555, the 
Norris bill providing for the creation of conservation authori- 
ties such as the Tennessee Valley Authority for various sec- 
tions of the United States, L. C. Sabin, representing the Lake 
Carriers’ Association, in a hearing on the bill before the 
Senate committee on agriculture and forestry, asked that the 
status of the army engineers with respect to the Great Lakes 
be not disturbed. 

The bill, for the Great Lakes region, would create the 
Great Lakes-Ohio Valley Authority which would make plans 
with respect to promotion of navigation, control and preven- 
tion of floods, safeguarding of navigable waters, and the 
reclamation of public lands. 

Members of the committee contended that the bill would 
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Personal Notes 


The Norfolk and Western has announced the following ap- 
pointments at New York City: R. O. Abell, soliciting freight 
agent; H. G. Maseker, traveling freight agent; William T. 
Brady, soliciting freight agent. 

Miss Gene Eggert, an employe of the law department of 
the Chicago, Rock Island and Pacific at Chicago, has been 
chosen to be “queen” of the Chicago charter centennial cele- 
bration. 

James F. Collins, former port manager, has been elected 
president of the California Shipping Company, Ltd., a new 
organization of agents, brokers and distributors, at Los Angeles. 
Other officers of the new organization are: Vice-president and 
general manager, Charles A. Bland, formerly traffic analyst 
for the Long Beach board of harbor commissioners; secretary, 
Fay F. Fisher; treasurer, Ray O. Baldwin, former executive 
secretary, Long Beach Chamber of Commerce, and counsel, 
Bruce Mason, former Long Beach city attorney. 

R. D. Long has been appointed general purchasing agent 
for the Colorado and Southern, the Ft. Worth and Denver City 
and the Wichita Valley at Chicago. 

W. F. Palmer has been appointed commercial agent for 
the Clinchfield Railroad, at Augusta, Ga., to succeed S. A. 
Estill, who resigned. W. O. Poteat has been appointed com- 
mercial agent at Charlotte, N. C., to succeed Mr. Palmer. 

Henry T Lindley, general agent, Southern Steamship 
Company, Houston, Texas, died at Memorial Hospital, Houston, 
June 22. He was a past president of the Traffic Club of Hous- 
ton and editor of its club publication. 

Theodore H. Lange, formerly traffic manager for the 
Harnischfeger Corporation, has been appointed traffic manager, 
Milwaukee, Wis., area, the Royal Transit, Inc. 


not take anything away from the army engineers in the mat- 
ter of river and harbor work. Senator Wheeler said he did not 
think the bill had anything to do with navigation on the Great 
Lakes but rather that it referred to rivers and streams. [If 
the Great Lakes were exempted from the bill, Mr. Sabin indi- 
cated he would have no objection to it. 


BAY WAY OPERATED BY TIDEWATER TERMINALS 


The Bay Way Terminal Corporation of Bay Way, New 
Jersey, is now being operated as a unit of the Chain of Tide- 
water Terminals and Allied Inland Warehouses, according to 
an announcement by Walter B. McKinney, president of the 
latter group. 

Leo J. Coughlin, who for the last fourteen years has been 
in charge of the New England affiliates of the chain group— 
Boston Tidewater Terminal, Merchants Warehouse Company 
of Boston, and Billerica Transit Stores—also supervises the 
operation of the various affiliates located in and nearby the 
Port of New York—Newark Tidewater Terminal, Port of 
Newark, Lincoln Tidewater Terminals, Inc., and Bay Way 
Terminal Corp., Bay Way, New Jersey. The latter organization 
will manage both the Bay Way property and a warehouse in 
Brooklyn. Coughlin has been elected vice-president of each 
of the above companies and for an indefinite period will divide 
his time between Boston and New York. 

J. A. Lehman, for many years associated with the Bush 
Terminal Corporation, has been made plant manager of the 
Bay Way Terminal property. 


M. C. COMPLAINT DISMISSED 
On motion of complainant the Maritime Commission has 
dismissed No. 428, Jacksonville Chamber of Commerce et al. 
vs. Henry Nannings Co. et al. 


SUGAR FROM VIRGIN ISLANDS 


The Maritime Commission has instituted No. 444 in the 
matter of rates, charges, regulations and practices of carriers 
engaged in transportation of sugar from Virgin Islands to the 
United States. The United States Department of the Interior, 
on behalf of the government of the Virgin Islands, has alleged 
that the rate of carriers subject to the shipping act, 1916, as 
amended, for transportation of sugar from the Virgin Islands 
to the United States is excessive and unfair as compared with 
rate on that commodity from Puerto Rico to the United States. 
The commission, upon its own motion, has entered on an investi- 
gation to determine whether such carriers’ rate or rates on 
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sugar from Virgin Islands to the United States, and charges, 
regulations and practices which may have relation thereto, are 
unjust and unreasonable or unduly prejudicial in violation of 
sections 18 and 16 of the shipping act. This proceeding is to be 
assigned for hearing at such times and places as the commis- 
sion may hereafter direct. 


SAVANNAH RIVER SERVICE 


President Roosevelt has signed the bill authorizing the 
Secretary of War to extend the services of the Inland Water- 
ways Corporation to the Savannah River. 





MONEY FOR WATERWAYS 

The War Department appropriation bill carrying appro- 
priations for river and harbor work and repealing the authori- 
zation for purchase by the Treasury of $3,000,000 of stock of 
the Inland Waterways Corporation, was passed by the Senate 
June 23 and sent to conference with the House due to changes 
in provisions other than those relating to waterway appropria- 
tions. 


WATER CARRIER REGULATION 

Opposition to the revised Eastman water carrier regula- 
tion bill, H. R. 5719, was voiced by Leonard Simms, manager 
of the transportation and foreign trade departments of the 
Detroit Board of Commerce, in a statement filed with the House 
committee on merchant marine and fisheries. Regulation, con- 
tended he, would increase charges, and he pointed to regula- 
tion of highway carriers under the motor carrier act with the 
assertion that there was no doubt the effect of truck regula- 
tion had been to increase rates. Shippers using transportation 
on the Great Lakes did not wish additional regulation of that 
service, said he. 

“We believe that this law, the same as the motor carrier 
act, will have the tendency to eliminate competitive services 
or charges as between the three types of operations, rail, truck 
and boat,” said he. 


WATER RATE ON TOOTH BRUSHES 


The Fuller Brush Co. of Hartford, Conn., has filed with 
the Maritime Commission a petition requesting suspension of 
the proposed any-quantity rate of $1.60 a hundred pounds on 
tooth brushes from Atlantic coast ports to Pacific coast ports, 
in item 551 on third amended page 110 to Jos. A. Wells, SB-I 6, 
filed to become effective July 14. Reduction in the rate is 
alleged to be discriminatory because the rates on all other 
types of brushes have been increased effective as of June 15. 
The intercoastal steamship lines have made representations 
that it is imperative that their rates in general be increased 
to meet increased costs of operation, according to petitioner, 
and the reduction in the rate on tooth brushes is not consistent 
with this policy. 





STORAGE CHARGES ON SHINGLES 


The Maritime Commission has announced that argument in 
No. 421, Storage Charges on Shingles, will be heard at 10 
o’clock a. m., June 30, in room 2062, Department of Commerce 
building, Washington, D. C. This case deals with the lawful- 
ness of penalty storage charges collected at Philadelphia, Pa.., 
on a shipment of shingles which originated at Vancouver, B. C., 
and raises the jurisdictional question as to the power of the 
commission over storage charges assessed after the expiration 
of free time when such charges are applied on an import 
shipment. 





SHIPS FOR SALE 


The Maritime Commission has offered for sale under com- 
petitive bidding, for use in the domestic trade exclusively, 4 
steel cargo vessels in its reserve fleet which are laid up in 
Lake Union, Seattle, Wash. Bids for the purchase of the ships 
will be opened in the commission’s offices in Washington at 12 
o’clock noon (E. S. T.) July 20. The vessels are the Pacific Red- 
wood, Pacific Spruce, Pacific Pine, Pacific Hemlock, which 
have an aggregate dead weight tonnage of 34,357 tons. 

The commission recently announced that all the serviceable 
vessels in its laid-up fleet were for sale, providing competitive 
demands for them develop, and providing further that their 
operation would not be detrimental to American flag services, 
or retard the building of new ships. The 4 vessels at Lake 
Union are being offered for sale pursuant to this announce- 
ment. 

——————[_[—[—[—[— — — Eo a ——————_—_—_—_=_=_=_====__]]]"]]]"BBa=E====—= 

POSITION WANTED—tTraffic manager, attorney, LLB., LLM., 
New York Bar, age 39, has 20 years’ railroad experience, thorough 
knowledge of rates, claims, freight traffic operation. Desires connec- 
tion with large organization. Address Box No. GY-2, Traffic World, 
418 S. Market St., Chicago, Il. 
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Doings of the Traffic Clubs 





The Women’s Traffic Club of Greater New York will hold 
an outing at Highland Beach, N. J., July 10. Transportation 
will be via the Steamship Sandy Hook, and luncheon and din- 
ner will be served aboard. There will be swimming and other 
sports at the beach. The club held its sixth anniversary dinner 
at the Hotel Pennsylvania June 25. Edward V. Rickenbacker, 
Eastern Air Lines, was the speaker. 





The annual picnic of the Ft. Wayne, Ind., Transportation 
Club will be held at the Orchard Ridge Country Club July 1. 
There will be a baseball game between a team of carrier 
representatives headed by Howard Budde, agent, F. and S. 
Transit Company, and a team of industrial representatives 
headed by J. A. Curtin, traffic manager, Ft. Wayne Corrugated 
Paper Company. In addition there will be golf, horseshoe 
pitching and skeet tournaments. Dinner will be served. F. G. 
Schoettler, division freight agent, Pennsylvania Railroad, is 
general chairman of the program committee. 





A. D. Bell, assistant passenger traffic manager, Missouri 
Pacific, Houston, Texas, was the speaker at a luncheon meet- 
ing of the Traffic and Foreign Trade Club of Galveston at the 
Jean Lafitte Hotel June 18. J. W. Daley was program chair- 
man for the luncheon. The club will hold no luncheon meetings 
in July and August. 





The Traffic Club of the Rochester, N. Y., Chamber of 
Commerce will hold an invitational golf tournament at the 
Oak Hill Country Club July 1. Play will be for the Charlie 
Vayo trophy. Guest players will be present from Auburn, 
Buffalo, Elmira, New York, Niagara Falls, and Syracuse. 
Dinner will be served. B. C. Wedd is chairman of the club’s 
golf committee which has charge of the affair. 





The annual golf tournament of the Traffic Club of Montreal 
was held at the Grovehill Golf and Country Club June 17. Play 
was for the Bonter Cub. O. P. Stenridge retained possession. 
J. W. Rubin, R. Hood and D. W. Johnston won prizes for low 
gross scores, and Jack Lahue, W. E. Watson, T. M. Kidd and 
L. V. Higginbottom for low net. Other prize winners included 
Ernie Riley, Don Perry, G. R. Fairhead, Jim Edwards, H. His- 
lop, Percy Griffiths and G. F. W. Brazier. Dinner was served. 

At the final weekly luncheon meeting of the Traffic Club of 
Fort Worth before the summer adjournment, at the Blackstone 
Hatel June 21, R. D. Evans, of the city of Fort Worth’s recre- 
ational department, was the speaker. There was a program of 
ee John Scott was chairman of the committee in 
charge. 


The discussion group of the Oakland, Cal., Traffic Club 
held a meeting at the Athens Athletic Club June 22. R. J. 
Tetrault, commercial agent, Railway Express Agency, led a 
discussion on express transportation, and R. E. Lyman, McCor- 
mick Steamship Company, spoke on “Ship, Captain and Crew.” 
Others who took part were W. A. Hart and Harvey Mulder, 
Atchison, Topeka and Santa Fe, and W. F. Blye, Illinois Central. 





A delegation representing the Pacific Traffic Association of 
San Francisco, headed by K. M. Ruttger, Pacific coast agent, 
Mississippi Valley Barge Line Company, attended the industrial 
night meeting of the Oakland Traffic Club June 15. 





The program of entertainment at the June 22 luncheon 
meeting of the Traffic Club of Houston was furnished by the 
Duncan Coffee Company. Ernest C. Coker and Oswald Girard 
were in charge. 





__ The second annual outing of the Fox Valley Traffic Club 
will be held at the St. Charles Country Club, St. Charles, 
Ill., July 15. 





The 1938 annual dinner of the Traffic Club of Chicago will 
be held at the Palmer House January 20. W. R. Cox is chair- 
man of the committee. 





The Junior Traffic Club of Chicago will hold an all-day out- 
ing at Hudson Lake, Ind., July 11. There will be a baseball 
game, industrial men vs. railroaders, and sports and games for 
adults and children. Dinner will be served at a hotel on the 
picnic grounds. Transportation will be via the Chicago, South 
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FREIGHT 


Ship between ST. PAUL, MINNEAP- 
OLIS, DULUTH, SIOUX CITY, 
WINNIPEG, BUTTE, GREAT FALLS, 
HELENA, BILLINGS, PORTLAND, 
SEATTLE, TACOMA, SPOKANE, 
KLAMATH FALLS, SACRAMENTO, 
OAKLAND, SAN FRANCISCO, VAN- 
COUVER and VICTORIA, B. C., and 


Intermediate Points. 


FREE PICK-UP 


and Delivery of Less Than Carload 
Shipments . . . Ask any Great North- 
ern Freight Traffic Representative for 


complete information. 


Route of the 


AIR-CONDITIONED 
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J. F. PEWTERS P. H. BURNHAM 
Western Traffic Mgr. Freight Trafic Mgr. 
Seattle, Wash. St. Paul, Minn. 
H. G. DOW T. J. SHEA 


Eastern Traffic Mgr. 
233 Broadway 
New York, N. Y. 


Asst. Gen. Freight Agt. 
105 W. Adams St., R. 620 
Chicago, Ill. 


B. S. MERRITT 
General Freight Agent 
759 Monadnock Bidg. 


San Francisco, Calif, 


C. F. O'HARA 
Asst. Gen. Freight 
and Passenger Agent 
Helena, Mont. 


C. W. MELDRUM 
Asst. Gen. Passenger Agt. 
Seattle, Wash. 


A. J. DICKINSON 
Passenger Traffic Mer. 
St. Paul, Minn. 
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TRAVEL 


Travel on the Air-Conditioned 
EMPIRE BUILDER via the Scenic 
GLACIER PARK ROUTE between 
CHICAGO, TWIN CITIES, GLACIER 
PARK, SPOKANE, SEATTLE, TA- 
COMA, PORTLAND, other NORTH- 
WEST CITIES . - CALIFORNIA, 
HAWAII and the Orient. 


WINNIPEG LIMITED 


Overnight Service TWIN CITIES- 
WINNIPEG .. . carrying Air-Condi- 
tioned HOTEL-OBSERVATION CAR 
. .» COMFORTABLE COACHES... 
Air-Conditioned SLEEPING CARS. 


EMPIRE BUILDER 


——————— oo 
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674 Newspapers! 
29 Radio Stations! 


. . are spreading the message “Meat tops 
the Menu” as a means of promoting the 
interests of the livestock industry. The 
advertisement here reproduced is one of a 
series of ‘‘ads’”’ devoted to America’s leading 
industries. ; 


During the month of June an interesting, 
dramatic story relating the growth of the 
livestock business will be broadcast by 29 
major stations. This broadcast—and 
others to follow— will be listed in program 
schedules as “The Romance of Transpor- 
tation.” We suggest you “‘listen in.” 


Union Pacific has undertaken this cam- 
paign as a means of cooperating with 
shippers who rely on this railroad to provide 
fast dependable transportation. 


R. R. MITCHELL 
Freight Traffic Manager 
Union Pacific Railroad 
Omaha, Nebraska 


PAGE 1430 


\Y yl 


PORT ) 
AUTHORITY \y 
N COMMERCE })/ 

BUILDING } 


LPNS 


| 


izi:\ 


ist 


I } : 
< ’ 


CARTAGE 
COSTS 


Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 


111 Elghth Ave., 
New York City 
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Shore and South Bend Railway. Members of the South Bend, 
Ind., Traffic Club have been invited to participate. 


The Traffic Club of Dallas held a picnic at Kidd Springs 
June 26. There was a golf tournament on the Stevens Course 
in the morning. In the afternoon there were baseball game, 
races, and other sports. A box luncheon was served. W. D. 
Braggins, chairman of the entertainment committee, and 
J. M. Allen, chairman of the picnic committee, were in charge. 


DRY GOODS TRAFFIC MEN MEET 


Speaking at the first of three sessions of the traffic group 
of the National Retail Dry Goods Association, held in connec- 
tion with the convention of that association at the Palmer 
House, Chicago, June 21 to 24, C. E. Hochstedler, traffic direc- 
tor, Chicago Association of Commerce, advocated the pooling 
of all less-carload freight by the railroads “through the medium 
of. the Railway Express Agency or some similar jointly con- 
trolled agency.” He said he thought “there was something 
fundamentally wrong when it is possible for a third party to 
step between the actual shipper and the actual carrier and 
give the shipper a lower transportation rate than he can obtain 
from the carrier direct and at the same time make a profit 
for himself.” Along the same line, he said, Chicago shippers 
had not abandoned the hope that some day an aggregating rule 
might be adopted by the Railway Express Agency in spite of 
the fact that, some time ago, a proposed rule of that kind was 
condemned by the Commission. Under such a rule, he said, 
consolidated shipments of many small packages could be made 
direct from shippers to consignees without the intervention of 
an express consolidating agency. 

Speaking about the developments in truck transportation 
under the motor carrier act, he said it was difficult to reconcile 
regulatory activities under the act with the statement of policy 
contained in it, which was to preserve the inherent advantages 
of motor transportation. He deprecated the tendency to adopt 
rail rates by motor carriers and scored especially the trend 
toward the adoption of classifications similar to rail classifica- 
tions. The two types of traffic were utterly different so far as 
classification was concerned, he said, since, in the handling of 
railroad freight, what the traffic would bear had something to 
do with the rating of a commodity, while in truck transporta- 
tion there was always present the competitive factor of the cost 
at which the shipper could do his own hauling. 

He said it was generally agreed that the motor truck was 
the most economical and efficient means of transportation for 
short hauls, while the railroads had the advantage on long-haul 
traffic. 

“Why,” he asked, “if this is true, should the two agencies 
not join in arrangements which would produce the maximum of 
efficiency of service and economy of operation? Under such 
an arrangement, the trucks would not only handle the short- 
haul traffic, but would also perform the short-haul service from 
and to the break-bulk points.” 


In opening his address, which was entitled “Present-Day 
Transportation Conditions Affecting Retailers,’”’ he spoke about 
what he called the inconsistency of the Commission’s ruling 
that store-door service might only be rendered in Eastern 
Territory on shipments moving under a rate minimum of 45 
cents, while permitting the service in other territories under a 
minimum of 20 cents. 


“It is my thought,” he said, “that a study should be made 
of the actual pick-up and delivery service on both the railroads 
and other transportation agencies, in all territories, to the end 
that, if necessary, reasonable minimum rates may be estab- 
lished for this service, reflecting reasonable if not absolute 
justice to the shippers as well as to all carriers.” 

He asked his hearers to do what they could to defeat 
so-called make-work railroad bills in Congress and to advocate 
the repeal of the long-and-short-haul clause of the fourth 
section. 

Other speakers at the first session, the afternoon of June 
21, were Walter Hayes, director of traffic, Commission’s motor 
carrier bureau, who spoke on “The Motor Carrier Act,” detail- 
ing progress that had been made in administering and enforcing 
the act to date, and plans for the further work of the bureau, 
and B. W. Elsom, superintendent of personnel and service, The 
Boston Store, Milwaukee, Wis., who spoke on “Handling and 
Mishandling People.” ‘There were round-table discussions of 
methods of increasing production in retail store traffic depart- 
ments, the functions of which usually include receiving and 
marking of goods, and of methods of building better employe 
relationships. 

At the second session, the morning of June 22, much of the 
discussion was again devoted to employe relationships and 
handling, one of the subjects most thoroughly discussed from 
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PORT 
HOUSTON 


ON A BASIS OF 
EQUAL RIGHTS TO ALL 
AND 
SPECIAL PRIVILEGE TO NONE 


PROVIDES 

























Through the development of a 
safe, landlocked harbor, not only 
facilities for the rapid handling of 
goods, but also enables you to 
move your commodities at a great 
saving in rail freight rates. 

















The Houston Port and Traffic 
Bureau is maintained to assist you 
with any shipping problems. 
















ASSURES ULTIMATE SATISFACTION 
TO ALL SHIPPERS 




















J. RUSSELL WAIT 
DIRECTOR OF THE PORT 





























A COMPLETE IMPORT-EXPORT INFORMATION SERVICE 
. 


1937 De Luxe Edition 


Custom House Guide 


and Monthly 
American Import and Export Bulletin 
COMBINATION OFFER 
“Annual Guide” 1937 Ed. (7 Volumes in 1) 


“Annual Firm Trade Listing,” “Monthly Bulletin’’ for year 1937 
Total Value $24.00 


— NOW $15.00 — 


Including a beautiful, gold stamped, loose leaf binder, 
to hold a year’s supply of “Bulletins” 


ORDER NOW 
CUSTOM HOUSE GUIDE 


BOX 7, STA. P, CUSTOM HOUSE NEW YORK, N. Y. 
(Write for free copy of Steamship Flags and Funnels, in Colors) 
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the floor being methods of shifting employes from one job to 
another to attain flexibility in the retail traffic, receiving and 
marking department. 

A. L. Green, special representative, freight claim division, 
Association of American Railroads, spoke on claims and pre- 
vention and showed views of proper and improper packing and 
loading. He asked the department store traffic men to cooper- 
ate with the freight claim division by calling the attention of 
the division to producers from whom they received goods whose 
packing and stowing was not up to standard. The division, he 
said, was in a position to assist such shippers to insure better 
receipt of the goods they shipped and thus to eliminate a grave 
source of annoyance and loss to department stores. It was 
apparent from the number of questions asked from the floor 
after his address, entitled “Loss and Damage Can Be Pre- 
vented,” that those present were deeply interested in what he 
had to say. At this session E. W. Marcellus, personnel director, 
Wieboldt Stores, Chicago, spoke on “The Contribution of the 
personnel department.” 

Considerations at the final sessions, the afternoon of that 
day, had to do largely with such technical matters as the man- 
ner of re-marking customer returns and the replacing of old 
equipment for economy and efficiency. Frank Glick, personnel 
director, Retail Research Association, New York City, spoke on 
“Trends in Management and Men;” G. K. Berkey, traffic 
manager, foreign traffic department, American Express Com- 
pany, New York, on “Highlights of Import Routing and Cus- 
toms Procedure;” and Edward Reynolds, receiving manager, 
Carson, Pirie, Scott and Company, Chicago, on “Replacement of 
Old Equipment Spells Real Economy.” 

L. E. Muntwyler, general traffic manager, Montgomery 
Ward and Company, chairman of the group, presided at the 
first session. Max Rothkugel, traffic manager, Lit Brothers, 
Philadelphia, presided at the second session, and Frank Lama, 
assistant superintendent, Mandel Brothers, Chicago, at the third. 

The group elected the following officers: 

Chairman, R. G. Brown, The J. L. Hudson Company, Detroit, Mich. ; 
secretary, Arthur D. Bibbs, The Halle Brothers Company, Cleveland, 
O.; directors, M. Forman, R. H. Macy and Company, New York City; 
E. D. Hussey, Jordan Marsh Company, Boston, Mass.; Max Rothkugel, 
Lit Brothers, Philadelphia; E. J. Pulaski, Gimbel Brothers, New York 
City, and Adele Corkery, Scruggs, Vandervoort and Barney Dry Goods 
Company, St. Louis, Mo. 






I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Interstate Commerce Commission: Joseph M. Adelizzi, Hart- 
ford, Conn.; Umbert S. Aiello, Washington, D. C.; Justin W. 
Albright, Cedar Rapids, Ia.; Joseph M. Bruce, Chicago, IIl.; 
Forrest E. Claypool, Chillicothe, O.; Eugene L. Cohn, Chicago, 
Ill.; William A. Colton, New York, N. Y.; Alfred A. Cook, New 
York, N. Y.; William C. Dahman, St. Louis, Mo.; H. Maurice 
Darling, New York, N. Y.; Samuel P. Delisi, Pittsburgh, Pa.; 
T. D. Drury, St. Louis, Mo.; William Dubin, Newark, N. J.; 
Clyde T. Ellis, Bentonville, Ark.; James R. Emshwiller, Hart- 
ford City, Ind.; George Essrow, Buffalo, N. Y.; Howard Ewart, 
Tom River, N. J.; Alexander Feller, New Brunswick, N. J.; 
Benjamin Gassman, New York, N. Y.; Carl S. Gibans, Milwau- 
kee, Wis.; Oscar B. Glick, Youngstown, O.; William W. Good- 
man, Memphis, Tenn.; Robert L. Graham, Jr., Washington, 
D. C.; Albert E. Hadlock, Jr., New York, N. Y.; John W. Hart, 
Jr., Union City, Tenn.; Hinkle C. Hays, Sullivan, Ind.; H. P. 
Hill, Warren, O.; Eppa Hunton, IV, Richmond, Va.; Percival E. 
Jackson, New York, N. Y.; Lewis P. King, Norfolk, Va.; John 
A. Kirk, Jr., Baltimore, Md.; George F. Koegler, New York, 
N. Y.; Edward G. Levy, New Haven, Conn.; Donald H. Mann, 
Chicago, Ill.; Thomas C. McDonald, Washington, D. C.; C. W. 
Metzler, Chicago, Ill.; Burnett Miller, Jr., Culpeper, Va.; Ed- 
ward T. O’Connor, New York, N. Y.; Alonzo C. Owens, Sullivan, 
Ind.; George J. Papulias, Steubenville, O.; Edward N. Perkins, 
New York, N. Y.; Eugene J. Phillips, Providence, R. I.; Alfred 
M. Saperston, Buffalo, N. Y.; Walter Scott, Chicago, Ill.; Ray- 
mond Schroeder, Newark, N. Y.; Fred E. Shick, Indianapolis, 
Ind.; Morton Singer, New York, N. Y.; Henry J. Smith, New 
York, N. Y.; Ralph G. Smith, Columbus, O.; John Wattawa, 
Washington, D. C.; Edward L. Williams, New York, N. Y. 





CHANGES IN DOCKET 

Hearing in MC-F 266, assigned for June 22, at the Chamber of 
Commerce, Philadelphia, Pa., before Joint Board 67, was canceled. 

Hearing in MC-F 273, assigned for June 23, at the Baker Hotel, 
Dallas, Tex., before Joint Board 153, was canceled. 

Hearing in MC-F 306, assigned for June 25, at the U. S. Court 
Room, Portland, Me., before Joint Board 69, was canceled. 

Hearing in MC 10761, assigned for June 24, at Detroit, 
before Examiner Maidens, was postponed to a date to be fixed. 

Argument in Valuation Docket 1203, assigned for June 25, at Wash- 
ington, D. C., was canceled and reassigned for July 9, at Washington, 
dD... 
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More tariffs 
—but faster filing 


Tariffffiling problems—they have been 
increased by the steadily growing number 
of new tariffs and changes—are answered 
by Automatic Tariff Files. 

To begin with, Automatic Files provide 
vertical filing—descriptions are right side 
up where they can be seen instantly. Then 
there is the special index which clearly 

oints to the location of every tariff. 
ssi and other Automatic features 
cut finding and filing time 50%. 

The expanding drawer is exclusively 
Automatic's. That adds 20% to your 
filing capacity and forever eliminates 
jammed files—tariffs always come out 
and go in easily. 

These features mean a lot to a busy 
traffic department. If 
@ you will just drop us a 

Fine requesting the Tariff 
File Booklet we will 
gladly send it to you. 
It tells in detail how 
these Automatic fea- 
tures work. 























Traffic Department 


AUTOMATIC 
FILE AND INDEX COMPANY 
629 W. Washington Bivd., Chicago, Illinois 








between 


NEW YORK, 
BOSTON, 
NEW ORLEANS, 
SAN FRANCISCO anp ST. JOHN, N. B. 


and 


CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 


also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New York........ Pler 8, North River New Orleans..... 821 St. Charlies St. 
Chieage...... (11 W. Washington St. St. John, N. B....H. E. Kane & Co 


I * 
pene Street 5 .. Caribbean 8.8. A 5 
ee eee nae he Whart tte Raetalde Heuse, King Witllem St. 
Also regular weekly nger service (and “Guest Crulses’’) 
to the West Indies and Caribbean. 
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Enjoy a circle tour this summer—out through the magic South- 
west via the Golden State Route to California and back 
through the Rockies, or vice versa. 


California e Yellowstone e Colorado 


An unusual outing this year at low cost. Every travel comfort 
in air-conditioned luxury at no extra fare. Three fast trains 
daily between Chicago and California—the all-Pullman Golden 
State Limited, the de luxe Chair-Tourist Car Californian, and the 
Apache, catering to all classes of travel e From Chicago to Colo- 
rado and return, the air-conditioned Rocky Mountain Limited, 
connecting with through sleeper to and from San Francisco. 


Go one way—return the other 


Ask about low fares, also low-cost all-expense tours to California, 
the Pacific Northwest, Yellowstone and Colorado. 


L. H. McCORMICK, A. G. P. A., Rock Island Lines 
179 W. Jackson Blvd., Chicago, I1l., Phone Wabash 3200 


SHIP AND TRAVEL VIA 


ROCK ISLAND 





Fifteen-hundred points served. Six-day 
delivery in our East-West service bet- 
ween the Great Lakes and the Pacific 
Coast. Overnight delivery within 350 
miles. Modern Terminals. Finest Die- 
sel powered “weather conditioned” 
equipment. 

Let Consolidated analyze your ship- 
ping problems. Competitive rates. 


CONSOLIDATED FREIGHT LINES INC. 


2029 N.W. Quimby, Portland, Oregon 
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PORT 


OF 


ALBANY 


Under the decision of the Interstate 
Commerce Commission in Docket 
26860, Export, Import, Coastwise and 
Intercoastal Class Rates to and from 
the Port of Albany, N. Y., are lower 
than to and from any other North 
Atlantic Port to New York State Points 
in Trunk Line Territory, and lower or 
on a parity with Baltimore, to the State 
of Michigan, and certain points in Ohio, 
Illinois and Wisconsin, in C. F. A. 
Territory, and lower to Northern, 
Western Trunk Line Territory. 


Terminal charges are absorbed as 


provided in D&H I. C. C. 13870 and 
NYC I. C. C. 16688 and 16914. 


For further information, 


Address: 


Albany Port District Commission 


ADMINISTRATION BUILDING 
PORT OF ALBANY 
ALBANY, N. Y. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Demurrage—Average Agreement—Bunching 


Ohio.— Question: Will you kindly advise if any decision 
has ever been made on the following: 

We are on the demurrage average agreement. Several 
times during the month, railroads hold cars of coal in Cincin- 
nati yards until they have a train full. At the end of the month 
we find that we are charged with demurrage, all due on account 
of the bunching of these cars. The railroad claims that Rule 9, 
Section E of the Demurrage Tariff does not allow them to 
cancel any demurrage on account of bunching. Can you quote 
us a decision on a case like this? 

Answer: Section E of Rule 9 of the Uniform Demurrage 
Rules, as published in Agent Jones’ Tariff, I. C. C. No. 2944, 
provides that the party who enters into the average agreement 
shall not be entitled to cancellation or refund of demurrage 
charges under Section B of Rule 8 (the bunching rule) except 
when bunching has been caused by strike of carriers’ employes, 
or when shipments of coal, withheld by the carrier to protect 
its fuel supply, are subsequently delivered to consignee in 
accumulated numbers. This section has been amended in Sup- 
plement 6 to include bunching caused by floods, earthquakes, 
hurricanes or tornadoes and conditions in the devastated area 
resulting therefrom. 

In Alan Wood Iron & Steel Co. vs. Pa. R. R. Co., 24 I. C. C. 
27, cited in Michigan Mfrs. Association vs. Pere Marquette R. 
Co., 31 I. C. C. 329, it is shown that the average agreement rule 
is intended to take care of all bunching and weather interfer- 
ence. See also Davis Sewing Machine Co. vs. Pittsburgh; 
C.C. C. & St. L. R. Co., 51 I. C. C. 191, to the same effect. 


DOCKET OF THE COMMISSION 
June 28—Boston, Mass.—Hotel Manger—Examiner Naefe: 
MC 39372—Old Colony Coach Lines, Inc. 
MC 50129—Application of A. Bonoveto & Sons, Worcester, Mass., 
for certificate. 
MC 86093—Application of George A. Bourn, E. Templeton, Mass., for 
certificate. 

June 28—Washington, D. C.—Argument: 
26843—Allen and Wheeler Co. et al. vs. A. C. & Y. et al. 

Fourth Section Application 16369—Coal, Norfolk and Western Ry. Co. 
Ex Parte MC 1—Payment of rates and charges of motor carriers. 

June 28—Washington, D. C.—Commissioner Tate and Examiner Walsh: 
27669—Property Owners’ Committee et al. vs. C. & O. et al. 

June 28—Chicago, Ill.—Hotel Sherman—Joint Board 73: 

MC 50531—James Neville, dba Neville Transfer. 

June 28—Denver, Colo.—Public Utilities Comm.—Examiner Hendon: 
MC-F 269—Rio Grande Motor Way, Inc., purchase, Robert Colman. 
MC-F 282—Rio Grande Motor Way, Inc., purchase, J. B. Moore. 

June 29-—Boston, Mass.—Manger Hotel—Examiner Naefe: 

MC 86233—Application of Sam Harold Vigeant, Adams, Mass., for 
permit. 

MC 86362—Application of Johnny’s Transportation Co., Quincy, Mass., 
for certificate. 

June 29—Washington, D. C.—Examiner Way: 

Fourth Section Applications 15905, 15939, 15941, 15969 and 16349— 
Newsprint paper to Philadelphia. 
June 29—Washington, D. C.—Argument: 
Finance 10813—Louisiana and North West R. R. Co. reorganization. 
MC 8544—Galveston Truck Line Corporation, contract carrier ap- 
plication. 
MC 63495—Application of Brown Motor Freight Lines, Inc. 
June 29—Washington, D. C.—Examiner Johnson: . 
1. & S. 4330—Middlings, Chicago to central territory. 
June 29—Chicago, Ill.—Hotel Sherman—Joint Boards 17 and 13: 
MC 489—F. Landon Cartage Co. 
MC C-44—Chicago-Milwaukee Motor Carriers, Inc., vs. James H. 
Lusha. 

June 29—Little Rock, Ark—State Comm.—Jt. Bds. 38 and 215: 

MC 14916—Application of Gill Transport Co., Little Rock, Ark., for 
certificate. 
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Straight down the fairway—no hook—no slice—a perfect drive—the inevitable result of correct golf form—the goal of every golf enthusiast 
who is trying to develop. timing, balance, grip, speed and snap @ In rail transportation, as in golf, there are a thousand and one indifferent ways 
of “hitting the ball,” but only one best method @ The Norfolk and Western has spent almost a hundred years perfecting the best form in the move- 


ment of merchandise freight @ We call it “Precision Transportation” @ Any Norfolk and Western representative will be glad to explain how this 


enables the Norfolk and Western consistently to send its shipments straight and fast down the fairway between the Midwest and the Virginias and 


Carolinas and between the North and the South @ 





NORFOLK AND WESTERN RAILWAY 
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n Will 8 5 or 10 years 
W ere t You e from now? 
Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping’’—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 


Address Dept. 695-TB 
LaSalle Extension University, Chicago, Ill. 


Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia . . . . . Wednesdays and Saturdays 
From Norfolk to Houston . sa tS . Thursdays 
From Houston to — , Mondays and Thursdays 
From Houston to Norfolk . ee ll 


Low Rates Quick aaa Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


~~ 


MOOREMACK GULF LINES 


Weekly — 


Betwe 
BOSTON, PHILADELPHIA, BALTIMORE, NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVILLE 


Betwee 
PHILADELPHIA, NEW ORLEANS and MIAMI 
Between 
amie and TAMPA 
twee 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 
MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway MIAMI, 314 Postal Bidg. 
BALTIMORE, me gg Bidg. NEW ORLEANS, Whitney Bidg. 
BOSTON, 75 State PHILADELPHIA, Bourse Bidg. 
BROWNSVILLE, SAcaleipel Docks PITTSBURGH, Oliver Bids. 
CHICAGO, 704. Marquette Bidg. ROCHESTER, 1408 nnn Bidg. 
CORPUS CHRISTI, Municipal ods SAN ANTONIO, 916 South Texas 
DALLAS, Cotton Exchange Bidg. Bank B 

DETROIT, 556 Book Bidg. ST. ‘Ours, wn Paul Brown Bldg. 
HOUSTON, Cotton — Bidg. SHREVEPORT, 400 McNeill St. 
MEMPHIS, Cotton Exchange Bids. TAMPA, 309 Morgan St. 


GERMAN 
NATIONAL RAILWAYS 


SHIP VIA RAIL 
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MC 66808—Application of Powell Brothers Truck Lines, Inc., 
field, Mo., for certificate to extend operation. 

June 29—Denver, Colo.—Public Utilities Comm.—Examiner Hendon: 
MC-F 283—Denver-Chicago Trucking Co., control, Denver-Los Angeles 

Trucking Co. 

June 29—Chicago, Ill.—Morrison Hotel—Examiner Aitchison: 

* 19610—Switching rates in Chicago Switching District. 

June 30—Chicago, Ill.—Hotel Sherman—Joint Boards 21 and 13: 

MC 29646—F. Landon Cartage Co. 
MC 39553—Cripps Overland Express, Inc. 
MC 43682—Cripps Overland Express, Inc. 

June 30—Washington, D. C.—Argument: 

MC 64994—Common carrier application of S. A. Hennis and H. L. 
Hennis, dba S. A. and H. L. Hennis Freight Lines, Mt. Airy, N. 
C., ete. 

MC 33023—R. L. Surles, 
carrier application. 
June 30—Omaha, Neb.—Hotel 

Joint Board 138: 

MC 29473—Application of Revell Transit Lines, Shenandoah, Ia., for 
permit. 

MC 69036—Application of 
certificate. 

June 30—Cheyenne, Wyo.—Federal Bidg.—Joint Board 233: 

MC-F 240—Black Hills Transportation Co., purchase, J. F. Lindsey. 

July 1—Chicago, Ill.—Hotel Sherman—Jt. Bds. 149, 53 and 162: 

MC 50064—Application of Anderson Express Service, Winnetka, III., 
for certificate. 

MC 50216—Application of Eaton Maytag Co., 
mit. 

MC 40565—Application of Hiawatha Trails, Inc., 
certificate to extend operations. 

July 1—Washington, D. C.—Argument: 

27139—G. V. Dryden, as receiver of Nichols Wire, Sheet & Hard- 
ware Co. vs. C. R. I. & P. et al. 

27691—Brownsville Navigation District of Cameron County, Tex., 
F. A. Lallier and J. G. Philen, Jr., vs. St. L. B. & M. et al. 

July 1—Lincoln, Neb.—Neb. State Ry. Comm.—Joint Board 19: 

MC 50574—Application of Peake Oil Co., Hubbell, Neb., for permit. 
MC 50577 and Sub. 1—Application of Penn-Continent Corporation, 
Lincoln, for permit and to extend operations. 
July 1—Denver, Colo.—Colorado Public Utilities 
Corcoran: 
* MC 8681, Sub. 1—Application of Western Auto Shippers, 
Colo., for certificate to extend operations. 

July 1—Portland, Ore.—Portland Hotel—Joint Board 45: 
MC 60435—S. M. Michael, dba Michael Transfer. 

MC 30168, Sub. 1—Application of O & W Transit Co., 
for certificate to extend operations. 

July 2—Chicago, Ill.—Hotel Sherman—Joint Board 149: 
MC 12010 and MC 16167—Applications of C. F. Winters & Sons, 

Springfield, lil., for license and permit. 

July 2—Portland, Ore.—Portland Hotel—Joint Boards 45 and 6: 

MC 93503—Application of Orvel Tuggle, Washougal, Wash., for cer- 
tificate. 

* MC 43479, Sub. 1—Application of R. E. Stiff, Jr., 

permit to extend operations. 

July 2—Washington, D. C.—Argument: 
27254—Hudson County Coal Dealers Association vs. C. of N. J. et al. 
27405—Columbian Paper Co. vs. N. & W. et al. 
27476—Columbian Paper Co. vs. B. & O. et al. 

July 2—Washington, D. C.—Examiner Prichard: 

* Finance 11682—Application of Chicago, Burlington & Quincy for 
authority to purchase properties of the North Platte Valley Ry. 
July 2—Lincoln, Neb.—Neb. State Ry. Comm.—Joint Boards 235, 19 

and Examiner Simmons: 

MC 15596 and Sub. 1—Application of Harry A. Preisendorf, Grand 
Island, Neb., for certificate or permit and to extend operations. 
MC 50383—Applictaion of Lentz Motors, Beatrice, Neb., for permit. 

July 3—Chicago, Ill.—Hotel Sherman—Examiner Maidens: 
MC 39521—Application of Fairy Crest Co., Chicago, IIl., 

tificate or permit. 

July 3—Sacramento, Calif.—U. S. Court Room—Joint Board 225: 
MC-F 272—Pacific Motor Trucking Co., purchase, J. A. Keithly. 
MC-F 299—Pacific Motor Trucking Co., purchase, Thomas Laird. 
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MOST DIRECT CONNECTION between 
SEAPORTS and POINTS IN CENTRAL 
and SOUTHEASTERN EUROPE 


For all information as to freight rates apply to 


FREIGHT INFORMATION OFFICE 


11 BROADWAY ~ - NEW YORK CITY 
Telephones: Digby 4-1883 and 1895 


A Map of Germany or Europe Free Upon Request 


FAST, DEPENDABLE AT ECONOMICAL FREIGHT RATES 
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His tee shot was 250 yards straight down the fairway. But 


the gallery forgot that achievement when he missed a simple Clean, Modern, 

3-foot putt to lose the championship. Well-Kept Tank 
Don’t miss being a “champion” with your customers. Con plete and Refrigerator 

your selling job by delivering the product in clean, modern, well- C 

maintained North American Cars. Let the last “shot” in the 4ars 


game of business be just as impressive as the first! Ask about 
NORTH AMERICAN Tank and Refrigerator Cars. 


NORTH AMERICAN CAR CORPORATION 


327 South La Salle Street, Chicago, Illinois 
Republic Bank Building World Building 
DALLAS TULSA 


ONotth American Car fease 


IS SOUND BUSINESS ECONOMY 








